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TRI-COUNTY METROPOLITAN
TRANSPORTATION DISTRICT OF OREGON
4012 S.E.I 7TH AVENUE
PORTLAND, OREGON 97202
(503) 238-4830

September 15, 1999

Dear Colleague:
Tri-Met is pleased to provide this Community Building Sourcebook, which
highlights the many land use and transportation accomplishments of the Portland,
Oregon, region. This document is intended to provide snapshots of the innovative
projects, plans and programs that shape our region's growth.
As you will see, Portland's successes have depended upon partnerships among
neighborhoods, local municipalities, regional interests, state agencies,
environmental groups, developers and private financial institutions. These
partnerships are the key to our successes.
This document is a collaborative effort among Tri-Met, Metro and 1000 Friends of
Oregon. Most of the materials contained in the Sourcebook have been prepared by
the individual contributors or organizations listed as contacts.
We hope you find the information and contacts helpful in your own work. Please
feel free to call any of the listed representatives for more information.
Sincerely,

Fred Hansen
General Manager

(503) 238-RIDE •TTY 238-5811 • http://www.tri-met.org
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Chapter One

Introduction

G.B.Arrington
Former Director of Strategic & Long
Range Planning

Tri-Met

The End of
the Suburbs?

F

or America's cities, Portland is a
vibrant reminder that 20 + years
of planning and civic stewardship can make a positive difference
in peoples'lives.

Portland's marriage of transit and land use is
producing dividends which sets it apart
from other American cities. And transit is
starting to do the unthinkable - win the war
with the automobile. Between 1990 and
1996, Tri-Met's ridership grew 20 percent
faster than the growth in vehicle miles
traveled, 41 percent faster than the growth in
transit service and nearly 150 percent faster
than the growth in population.
Remember one thing about Portland: transit
is important in Portland because it's a means
to an end. Land use planning is important
because it's a means to an end. That end, the
community's goal, is livability.
Like the stock market, "Past performance is
no guarantee of future success." What
happens next in Portland promises to be
more significant than our much touted past

As Portland moves into the next millennium, its residents are looking to transit and
land use to play an even bigger role in the
community's continued livability. The long
term strategy can be summarized as
planning for the end of the suburbs - the
transformation of suburban town centers
into mixed use, walkable places with
development focused around rail stops at an
urban scale. Of course, saying it and doing it
are completely different things.

The results so far are very encouraging. Light
rail station areas are becoming magnets for
new development. Currently, more than $2.4
billion in new development has occurred
within walking distance of the Eastside and
Westside Max stations. New transit oriented
communities are rising out of the fields
along the Westside. While on the Eastside,
Max has changed the shape of downtown
Portland and fostered the redevelopment and
infill of the corridor.
Planning should not be confused as an
illusion for action. The planning has to be
followed by implementation. And creating a
livable community is more than planning
xerography. The complex lesson about
Portland is that it is an exercise in civic
stewardship as much as it is an example of
planning. One of the most important truths
about planning in Portland is that the
process of planning is more important than
the plans themselves.
The Portland story, then, is more about
community building than MAX building.
MAX has been a vehicle to move people,
shape the region, defer highway investments,
and to enhance our quality of life. The
challenge for the future is to see if Portland
can continue to build on this record of
success as it plans for the end of the suburbs
inside a tight urban growth boundary.
Stay tuned in.
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Ethan Seltzer, Director
Institute of Portland
Metropolitan Studies
Portland State University
503-725-5170
seltzere@pdx.edu

Have
the car
back by
midnight
...and
make
sure
that
there's
gas in
the
tank!

T

lhe turn of the century is always a
time for thinking big
thoughts...fresh start, new era,
dawning of a new age, first step
of a long journey. Despite a history in this
region that has been described as being
much like a quiet summer day on the bank
of a slow moving stream, Portland has been
no stranger to thinking big.

For about the first 100 years of Anglo
settlement, the objective here was simple—
we wanted to be big. This old message is
not going to cut it, either for the people here
today or for those who
will follow us tomorrow.
Our only alternative is to
craft a message that has
at its center a quest for
quality. Where should
we start? Consider the
followingfiveobservations about this place
and who we are:
• We are living and
working at a regional
scale, and we are not
alone. Metropolitan
regionalism is
experiencing a burst
of new life nationwide.
• We are in the midst of two huge
transitions: First, we are moving from an
economy rooted in the productive
capacity of the working landscape to one
based on a knowledge economy rooted
nowhere. Second, we are making a
transition from competing on the basis
of cost to competing on the basis of
quality.
• Urban design is not our biggest challenge.
• Environment is a core value.
• This is an intentional place. We deliberate
here. We plan, form committees, and
make decisions in a way that sets us apart
from other places.

Sc.what next?
First, we need to spend time asking a very
different kind of question. For the past few
years, we've been asking growth management
questions. In fact, we have oversold growth
management and its ability to make the
effects of new growth virtually disappear.
Growth management can't make new growth
disappear. More people mean a different
experience - on the road, at the store, at the
fishing hole. Furthermore, we know that
sprawl is not free. Neither are the alternatives
to sprawl. A new old question remains
before us as a fundamental challenge. Simply
put, no matter how many people come and
no matter when they get here, what should
still be true about this region? This is really a
question about basic values, about what we
want to be known for. It needs to form the
core of our planning.
Second, we, all of us, need to take a stand.
We have to start getting specific about what
we care about—not just as a community, but
as inhabitants.
Third, we need to be
committed to taking action.
Good things take time, but
they happen because people
with passion get together
and ultimately don't take no
for an answer.
Finally, we need to shift our
thinking and our planning
from what we want to add
to this landscape to how we
shall grow old. People have
been living here for literally
thousands of years yet we
are preoccupied with
newness and growth. What
would our planning look like if we challenged ourselves to focus instead on how our
cities and communities will mature in this
place.
Creating our booster message for the next
century is something that we have to do
together, with each other, and with and for
this place. There is no silver bullet waiting to
be discovered. Earlier in our history, big
seemed sufficient. At various times we've
tried other bromides, like dams, rail, irrigation,
dry dock, and most recently high tech. Though
important, none have been sufficient. On
the cusp of a new century, it is time to try
some new combinations.
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Carl Abbott
Portland State University
(503) 725-5171

L

ortland has an international
reputation for innovative and
successful planning. Visitors
frequently describe it as the city
u
where it works'* and seek tofindways
to transfer the Portland planning style
to other metropolitan regions*
Portland's current reputation is the
result of three decades of hard work
and incremental changes.
Downtown Portland has been reshaped
around the goals of the Downtown
Plan (1972) andaCentral City Plan
(1988) for an expanded metropolitan
core* Both plans emphasized the
multiple functions and districts that
constitute the urban core, the importance of good public transit, and the
close connection between strong inner
neighborhoods and a strong center. We
can list several key steps in implementing the plans:
the abandonment of six-lane Harbor
Drive and its replacement by Tom
McCallWaterfontPark
construction of a downtown bus
mall and the first segments of a light
rail system
creation of new downtown parks and
plazas
protection of close-in warehousing
and manufacturing jobs with
Industrial Sanctuary zoning
~ attraction of important public
facilities to the core district (Oregon
Convention Center, Rose Garden
basket arena, Oregon Museum of
.Science and Industry)
still to come is detailed site planning
for the buildout of surplus industrial
lands alongthe central waterfront as
multi-functional downtown neighborhoods

Citizen Planner
Downtown has prospered in tandem with
Portland's older neighborhoods. Since 1974,
the city has recognized and supported
neighborhood associations as independent
voices in policy decisions. Improved public
transit, generous funding for private housing
rehabilitation in the 1970s and 1980s, and
strong public support for Community
Development Corporations in the 1990s have
helped middle class and working class
Portlanders recycle older neighborhoods for a
new generation. The planning challenge for
the next decade is to
find ways to
accommodate
increasing densities
in these neighborhoods without
destroying their
character and
attractiveness.
Planning for
metropolitan
services has
proceeded under the umbrella of Metro,
established as the nation's only directly elected
regional government in 1978. Under its
charter, Metro has the responsibility and
authority to plan for the overall growth of
the metropolitan area, including functional
areas such as transportation and open space.
In its Regional 2040 planning process, Metro
is planning for a compact metropolitan
region with limited and gradual expansion of
the current Urban Growth Boundary. The
regional plan defines downtown Portland as
the metropolitan center and outlying transit
nodes as "regional centers" or "town
centers." The plan thus depends on a strong
bus and light rail system. It has strong
political support from Portland, Clackamas
County, Washington County, and several
larger suburbs with light rail service. It also
responds to two mandates from the state

Land Conservation and Development
Commission: (1) that Portland area jurisdictions plan for land use patterns with the
potential to reduce vehicle miles traveled by 20
percent (2) that the same jurisdictions zone
half of their vacant residential land for multifamily or attached single-family dwelling?.
In the coming years, the metropolitan area as a
whole faces several planning issues. One is how
to revise local zoning codes and practices
around the tenets of the New Urbanism. A
second is how to
absorb higher
densities in suburban
areas without
destroying their sense
of close contact with
nature. A third is how
to maintain popular
and political support
for completion of the
light rail system with
an airport line in
addition to east and
west lines. The fourth is where and how much
to expand the Urban Growth Boundary in a
contradictory context of rapidlyrisinghousing
prices (perhaps calling for increasing the supply
of buildable land) and strong popular
opposition to sprawl (calling for the continued
preservation of farm land, forest land, and
natural areas).
Portland is remarkable not only for its
planning institutions and accomplishments,
but also for the level of informed debate abou
planning issues. Both advocates and opponents of proposed planning changes marshal
facts and argue on the merits. If nothing else,
Portlanders over the last generation have made
planning a habit. Whatever the decisions on
specific issues, Portland is likely to remain a
community where planning is part of the
political fabric
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Robert liberty
1QG0 Friends of Oregon
(503) 497-1000 ph
http://www.friends.org

ave you ever found yourself
fitting on your front step,
matching the rain, and
jK>ndering big universal
questions, Eke:
How can we make it safer for my kids to
walk to the park?
How can we make it easier for me to
bicycle to the store?
How can we get better, more frequent
bus service closer to my home?
How come there isn't any affordable
housing near my workplace?
Every major metropolitan area in the
U.S. is experiencing population and
traffic growth, including Portland. And
with that growth, comes change.
All of our neighborhoods have
experienced - or are about to experience some type of change. How do we meet
the challenge of providing for the
needs of our new and existing citizens
as our cities grow? How do
re-invest in existing communities so we
don't need to continually look
further out from the city core for "livable
communities." Part of the
answer lies in the examples of projects,
programs, and citizen activists

Transportation
For Everybody
While the Portland metropolitan area has
had numerous headline success
stories, such as removing a downtown
freeway and replacing it with a park,
attempting to curb urban sprawl, and
twice building a light rail line
instead of a freeway, we can't afford to
rest on our laurels. As Lewis
Mumford wrote, "Trend is not destiny."
We may be rated the number one
mid-sized region for bicycling in the
nation, but decisions that are being
made today may not reflect the same
value system as in the past. We must
continually re-examine how an office park
down the street, a bus stop in
the ditch, a sidewalk that ends at the edge
of the development affects
where we live and how we get around.
The examples of individual mixed-use
housing, employment, and commercial
development shown in this book
recognize where investment in land use
patterns helped the region build
communities that work to provide travel
options for everybody. The
governmental programs lay out incentives
that
companies and government have used to
provide transportation and housing
options to make our land use plan a
reality. Andfinally,the groups
working toward this vision of integrating
land use and transportation are
highlighted to indicate the level of
support and citizen investment.
As you use this book think about the
elements that make a community work
and how we can affect transportation
decisions. Think about how the
following transportation forces work
within our communities.

Infrastructure provision. Does the
development, city or region adequately
provide sidewalks, bike lanes, transit
pull-outs, transit shelter,
mid-block crossings? Do the streets
promote safe speeds?
Pricing of transportation systems. Do
the programs price the various
travel choices appropriately or are they
subsidized? Are people getting
free parking? Free bus passes? What
incentives are there to take the bus?
Marketing of transportation systems.
How many car ads do we see on T.V.?
How many transit advertisements?
What makes it cool to take the bus? Or
bike?
Land Use Patterns. How does the
design of the building fit into the
existing neighborhood? Do the
streets orient themselves toward a
transit
stop? Are there places for people to
walk to within the development? Is it
a diverse community or a monoculture? How dense is the
development?
These questions are not about the
provision of "amenities" but rather
the
foundation for a neighborhood that
works. This guidebook offers insight
into examples of baby steps that
communities and developers took in
the
Portland region to provide the basics,
housing and mobility, for everyone.
Healthy neighborhoods, where kids
can ride their bike to school and
parents can afford to work closer to
where they live, make for healthy
regions.
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Transit Oriented Developments
Westside Light Rail
Hillsboro

Westside MAX Alignment
1 Orenco Station
190 total acres including a neighborhood retail
center, live-work spaces, lofts, townhomes
and single family residences totalling 1,850
housing units
2 Aubrey Meadow
63 small lot single-family subdivision

Orenco/NW 231st Ave Station Area

Willow Creek/SW 185th Ave Station Area
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3. EL Square
9 small-lot single-family homes and 1
townhouse/duplex
4. SteelePark
74 small-lot single-family homes; 18 multifamily homes
5. Elmonica Court
144 multi-family units

Elmonica SW/ 170th Ave Station Area

6. LaSalle Apartments
554 market-rate, multi-family apartments with
ground floor retail
7. Arbor Vista
27 condominium units
8. Collins Circle Apartments
120 mixed income units with ground floor
retail
9. Stadium Station Apartments
115 affordable units with ground floor retail

Beaverton Creek Station Area

Goose Hollow Developments
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Transit Oriented Developments
Eastside Light Rail

Eastside MAX Alignment

0

1 Miles

1. Center Commons
288 multi-family units, 26 rowhouses, day care
facility and retail
2. Russellville Commons
480 multi-family units, 26 rowhouses, day care
facility, and retail
3. VandalayArms
19 unit apartment community, in-fill
development
NE 60th Ave Station Area

E 102nd Ave Station Area
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4. Hazelwood Apartments
119 units of elderly housing
5. Lexington Park Apartments
51 unit multi-family development
6. Burnside Commons
22 unit multi-family development
7. Dubois Salon
Hair salon with 2 residential units above
8. Lone Oak Office
4 attached townhouse units with office space
plus 2 additional residential units

E 122nd Ave Station Area

9. Gresham Central Apartments
90 unit multi-family development
10. Oneonta North Townhomes
20 townhouse units
11. 4th Street Townhomes
Infill development of 4 townhouses

0
E 162nd & E172nd Ave Station Areas

500 Feet
\

12. Kelly Street Apartments
20 units with Headstart pre-school facility
13. Landmark at 8th
29 three and four bedroom rowhouses
14. Alpha School
Alternative High School

Gresham TODs
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Airport MAX
Extension

503-962-2153

Length: 5.5-mile extension of the
existing 33-mile MAX light rail system
Route: North from Gateway Transit
Center along 1-205 to Portland
International Airport terminal

•

•

New Stations: Parkrose/Sumner>
CascadeStation East and West and
Airport terminal
•
Cost: $125 million
Ridership: An estimated 7^500 trips
each day by 2015 (27 million rides
annually)
Travel Time: About 33 minutes
between downtown Portland (Pioneer
Courthouse Square) and the airport.
MAX trains will travel an average of 35
miles per hour.
Opening: Fall 2001
Whv Airport MAX?
•

•

•

MAX provides an important
transportation link to the airport
and CascadeStation for airline
passengers and employees of the
airport, CascadeStation and other
nearby businesses.
Airport MAX capacity can grow
with airport demand. The airport
serves 13 million passengers
annually. By 2020, passenger traffic
is projected to more than double
to 29 million.
Airport MAX improves transit
service for the nearby Columbia
Corridor, a growing economic

•

MAX delivers reliable on-time service
because it doesn't get stuck in traffic.
MAX provides an alternative to traffic
congestion at the airport terminal,
along Airport Way and 1-205.
Transitriderswould have increased
access to the regional transportation
system. Such improvements to the
system have helped Tri-Met triple
ridership in 25 years.
Up to 10,800 new jobs are expected to
be created at CascadeStation, providing
a new regional employment center with
light rail access.
Along with MAX, the Port of
Portland is expanding other alternative
transportation access to the airport,
including shuttles, vans, buses, taxis
and limousines.

The Portland area's award-winning MAX
light rail system is expanding to Portland
International Airport, with service
beginning in fall 2001. Continued passenger
growth and limited road capacity at the
airport set the stage for the project. The
addition of a private funding partner has
helped propel the project forward.

Development Company, LLC. As part of
the project, CascadeStation Development
Company will also develop CascadeStation,.
CascadeStation
Bechtel Infrastructure will build the Airport
MAX extension and develop CascadeStation,
a 120-acre development project featuring
hospitality, retail, entertainment and office
space served by two light rail stations. The
site, located within the Port's 458-acre
Portland International Center, is adjacent to
1-205. CascadeStation Development Co.,
proposes an attractive moderate-density
development and transit-oriented design to
create a busy employment center anchored by
two light rail station plazas. The proposal
emphasizes a pedestrian-friendly park block
environment with open spaces and views of
Mt. Hood. Full build-out is expected to take
15 years, creating up to 10,800 new jobs.

Currendy, airport roadway and parking
improvements are under construction to
accommodate the growing demand.
Attention has now turned to making
alternative transportation improvements at
the airport, with MAX at the center of that
effort.
The 5.5-mile Airport MAX extension is the
result of an innovative public-private
venture involving the Port of Portland, TriMet, the City of Portland, Portland
Development Commission and aBechtel
Enterprises-led partnership with Trammell
Crow Company, known as CascadeStation

LEGEND
MAX Stations
# ExisttoB
O Under Construction
MAX Lines
Existing
Under Construction

community building sourcebook, portland, Oregon: September 1999 [

Vicky L.Diede
Project Manager
Portland Office of Transportation
503-823-7137
diede^yseng.ci.portlanAor.tis

t has been predicted that the
population in the Portland
metropolitan region will
m grow significantly over the
next 50 years. The Region 2040
Growth Concept sets a course for
how that growth should occur: "up"
instead of "out" which will help
preserve open space and natural
areas; by redeveloping urban areas
when and wherever possible; by
creating new development that is
less auto dependent and oriented
along transit corridors.
The role in the Growth Concept of
the Central City is critical. It is highly
desirable to develop housing which
will attract new residents to live in
the city*s core. A thriving 24-hour
community will attract development,
employment, entertainment and
artistic pursuits. Strengthening
downtown neighborhoods will
conserve energy, reduce the development of new and expensive
infrastruaure, protect air quality and
keep Portland a livable city.
It is to this end that the Central City
Streetcar project came to be. It will
provide the essential link from
neighborhoods to the downtown
business district, to shopping, to the
arts community and to educational
institutions. It will encourage infill
development, facilitate new housing
in the emerging River District and
North Macadam areas and support
other planned development in the
Central City. By providing a
convenient connection to light rail,
the streetcar also will help build
overall transit ridership.

Central City
Streetcar Project
The Essential Ingredients
From its inception in March of 1990, the
Central City Streetcar Project has sought out
and embraced the ideas and opinions of
the community. Neighborhood associations, business groups, property owners,
representatives from major institutions, the
development community, and elected
officials all have had an important role to
play in bringing the project to fruition. We
found an alignment that meets City goals
and supports desired development
patterns, we engaged the community in
design and
engineering
efforts and
we have put
together an
innovative
approach to
managing
and constructing the
project.
The City has
contracted
with
Portland
Streetcar, Inc.,
a not-forprofit
corporation guided by a board of directors
representing both the public and private
sectors, to lead the effort. They, in turn,
have contracted with technical and project
management/financial planningfirmsto
provide the work. We selected a general
contractor duringfinalengineering so that
they could be involved with all the details
needed to put the project out to bid and to
work with the residents and businesses
along the alignment before construction
actually begins.

Schedule and Project Financing
Construction of the Phase I Project, a 2.1
mile end-to-end alignment from Northwest
Portland and the emerging River District and
Pearl District neighborhoods through the
west end of downtown to Portland State
University, began in the Summer of 1999.
Streetcars begin running by 2001.
The Phase I Project has a capital budget of
$42.0 million and is being funded outside
of the typical transit-funding arena. While
we did receive a $5.0 million federal grant, we
were able to
reallocate this
with other
regional
moneys so
that the
Streetcar
Project could
use local
funds. $8.0
million is
being provided by the
private sector
through the
formation of
aLocal
Improvement
District and
the balance of the requirements is tied to
resources from City-owned parking garages,
through a combination of cash and the
issuance of revenue bonds.
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Oregon Intercity
Passenger Rail
Program

503-986-4169
Robert.E.Krebs@state.or.us

fne Pacific Northwest Rail Corridor from over $200 million in investments being
made elsewhere along the corridor. Oregon
extends from Eugene, Oregon
466 miles to Vancouver, Canada.
funds will pay for:
J^
Passenger service on this route is
being developed incrementally to offer an
• extension of another daily local train to
alternate travel mode in the 1-5 Freeway
Eugene replacing two popular Thruway
corridor. This corridor is one of the first five
Motorcoach trips that are near capacity
federally designated high speed rail corridors
• a multiyear lease/purchase agreement for
identified in Section 1010 of the Intermodal
new advance technology train equipment
Surface Transportation Efficiency Act.
• new connecting Amtrak Thruway
Motorcoach runs that will extend corridor
Four scheduled Amtrak intercity trains serve
benefits to other parts of the state
Oregon along tracks owned by the Union
Pacific and Burlington Northern/Santa Fe
Recent achievements include faster run times
Railroads. The long-term goal of the
Oregon Passenger Rail Project is to provide a with more miles operating at the 79 mph
speed limit, track and signal work, and
dependable transportation alternative to
renovation of the Salem Amtrak station. The
mitigate peaking
Portland-Seattle schedule
on the 1-5
time was cut by 25
Freeway and to
minutes using the Talgo
serve Oregon
train's tilt technology.
citizens, such as
Brand new Euro-style
seniors and
trains were introduced
disabled persons,
into scheduled corridor
who have special
service in December,
travel needs. In
1998. As increasing
the Willamette
traffic volumes diminish
Valley, the rail
service levels on the 1-5
corridor offers
Freeway,
passenger
rail
is a way to supplereservations and is the only heavy rail
ment
peak
capacity.
intercity public carrier able to transport
passengers in wheelchairs.
Businesses flourish with mobility. Mobility
expands regional housing and employment
The Eugene extension carries about 70,000
opportunities. The rail corridor can play an
passengers annually and serves a region
important role in increasing Oregon's market
where 70% of the state's residents live. As
the project advances it is expected to become share in the regional tourism industry. Aside
from these very real economic returns,
the main trunk route of Oregon's intercity
millions of dollars come straight back into
passenger network.
the Oregon economy from money spent on
The project goal for the next biennium is to jobs, businesses and products just to keep
the corridor services running. Folding in the
build upon past investments to increase
tourist revenues, the benefit to the state
ridership on the system during the 1999/
economy is even greater.
2001 biennium. A budget request of
$13,998,000 will enable Oregon to keep the
existing system operating and expand
services to leverage benefits for Oregon
r

|
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Chapter Two

Adopted Plans
& Policies

KimKnox
Tri-Met
503-962-2160
knox@tn-met.org

Partners: Tri-Me^Metro, Portland,
Beaverton, Hillsboro, Washington
County,ODOT
Budget: $2 million
Fundedby: Metro, Tri-Met,ODOT
Target Area: properties within 1/2
mileofLRT stations
Timeline; 1993-1997
Tith 1500 acres

available for
development and
re-development
around the 20 new MAX stations,
planners saw an unparalleled opportunity for "new urbanism* to thrive.
This type of development wouldn't
happen automatically, especially in
suburban areas where people are
accustomed to low density development and traveling by automobile.
Development around MAX stations
was the focus of the $2 million
WestsideLight RailStation Area

I^nnmgandDevdopfrtentpn^ecL
Station communities were envisioned
as places for "people-friendly"
development, for compact, lively
neighborhoods.
Process

The Westside Station Area Planning
Program began as a mechanismfora
coordinated approach to planning for
new development around light rail
stations in the affected communities.
Each local government jurisdiction
implemented it*$ own station
community planning process
consistent with existing land use,
zoning and development regulatory
procedures. Conferences, seminars
and media outreach educated citizens,
developers, builders and the financial/

Westside Station
Area Planning and
Development
lending community about the new marketdriven possibilities for less dependence
upon the automobile.
The two-step implementation process
began with creating interim ordinances to
prohibit counter-productive uses in the
station areas during the longer planning
process. Working with the development
community, land owners and citizens, the
local agencies spent the next four years
writing and adopting standards for zoning,
design, and transportation access. Each
station plan bears the stamp and character
of their individual communities, yet work in
concert with one another due to the
oversight of the Transit Station Area
Planning Management Committee.
Political Issues
Each jurisdiction and community had its
own viewpoint on the development image
of themselves. This was less an issue in the
City of Portland than in the suburban
communities. Politics were also affected by
the positions of major landholders, which
in some cases controlled several hundred
acres around stations. To resolve differences, standards were generally worked out
on a station-by-station basis.
Station Area Plans
• Establish a list of auto-oriented uses
which are prohibited in station areas,
• Set minimum residential and commercial
densities,
• Create maximum parking limits,
• Apply a design overlay which requires
pedestrian connections and building
orientation to the light rail station.
Core Objectives of Plans
• Reinforce the public's investment in light
rail by assuring that only transit friendly
development occurs near the stations,
• Recognize that station areas are special

places, the balance of the region is
available for traditional development,
• Rezone the influence area around stations
to transit supportive uses,
• Build a broad based core of support for
transit oriented development with elected
officials, local government staff, land
owners and neighborhoods,
• Set-up a self sustaining framework to
promote and encourage transit oriented
development once the planning is
complete.
Lessons Learned
So how do we measure the success of the
program? Between 1990 and 1998, nearly
7000 new dwellings and nearly $400 million
of residential and non-residential transitoriented development have been documented in the Westside corridor. And that
was before train service even began.
• A coordinated regional planning approach
provides both consistency andflexibilityin
establishing objectives, design standards,
and methods of addressing development
issues throughout the corridor,
• Public/private partnerships in master plans
can better reflect the reality of the financial
concerns of developers as well as the
development patterns desired by individual communities and local jurisdictions,
• Technical support is indispensable in
addressing potentially difficult issues such
as parking ratios, traffic circulation,
building design standards and analysis of
existing development regulations,
• The private sector needs incentives to "do
therightthing", especially if there are costs
associated with doing things differently
than the formula they are used to,
• Planning must be followed by implementation if concrete results are expected,
• Learn from comparable previous efforts
whenever possible.
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Goose Hollow
Station Plan

Portland Bureau of Planning
503-823-7700
www.ci.pordancior.us

Budget: $250,000
Timeline:
April 1994
Interim regulations adopted
January 1996
Final plan adopted
February 1996
Design guidelines adopted

T

fhe Goose Hollow Station
community planning effort was
established to ensure that light rail
station areas integrate housing,
employment, retail, and services into the
existing neighborhoods. By creating
opportunities and requirements for transitoriented development, it encourages
maximum light rail ridership with easy
access by all transportation modes.
The planning area covers
roughly five city blocks
or a 1300 foot radius
from each of the three
light rail stations in
the neighborhood.

Planning Process
In April 1994,
Portland's Qty
Council adopted
interim regulations to
station areas in the
Goose Hollow
Neighborhood, immediately
west of downtown Portland. The Portland
Planning Bureau coordinated meetings with
both Goose Hollow and the broader group
of Northwest neighborhood committees.
City Council adopted the Goose Hollow
Station Community Plan in January of
1996. The following month, City Council
adopted the Goose Hollow Station
Community Design Guidelines.
Community Impacts
Key right-of-way improvements have
established a higher design standard for the
area including enhanced paving, decorative
lightfixtures,curb extensions, street
crossings, signals, buried utilities, and public
art. There has also been a rebirth in
development momentum in the neighborhood. The Plan has guided these improvements by listing actions to encourage more
housing units, better design, and priorities
for public and private capital improvements.

Issues
A major point of contention was the City's
recommendation to require housing in all
commercial zones. Since the Plan's adoption,
several new housing units have been
constructed in commercial zones which have
been supported by a strong residential
market. Assuring good, compatible design is
an ongoing discussion among the City,
neighborhood, and
. ". '• development community. Although the
City's adopted standards include limits on
parking, balancing the
parking needs of new
development remains
a key issue on a
project-by-project
basis.
: Funding
! Metro, Tri-Met, and
.
the State of Oregon
:
shared funding responsibilities for the planning process through a
combination of ISTEA and Westside Light
Rail Project sources. The City's total contract
amount for station area planning was
approximately $250,000 for the three stations
within the City limits.
Lessons Learned
Station area land use, transportation and
design standards should be adopted prior to
light rail construction. Doing the planning
and community involvement while construction was underway brought up a number of
issues that could have been resolved if
identified earlier in the system design process.
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Hillsboro Station
Community Planning

503-681-6118
marionh@ci«hillsboro.or.u$

S

185th/Quatama
Bound on the east by a 5-lane arterial spotted
with shopping centers and on the west by
over 600 acres of green fields, this community.

tation Community Planning
in Hillsboro became the
catalystforidentifying,
building, and adopting a set of
unique plans. Each was crafted for the
singular characteristics of nine distinct
areas, all linked by the common thread
of the Light Rail Transit (LRT) line.
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Station Community Planning was an
intense three-year effort to plan the 6.2
by 1.5 mile corridor running from one
edge of Hillsboro to the other, neatly
forming the axisfordevelopment on
either side. The exercise directly
involved thousands of hours of labor
from nearby residents and land owners
as they crafted concepts, drew maps,
designed guidelines and formulated
language to create thirteen new zoning
districts. They amended the City *$
Comprehensive Plan and Transportation Plan and established new standards for street construction and
lighting, sidewalks, public landscaping,
storm water and water <juality facilities,
usable open space, and urban design.
Private development master plans laid
the groundwork for developing more
than 3,600 new dwelling units and over
6,000 new jobs in Hillsboro since the
Station Community Plans were
adopted in early 1997, A nearly equal
contribution of public dollars and
private resources paid for nine LRT
stations, which base four station
communities;

• planned a 2.5 million square foot business
center
•

on the north builds modern versions of
craftsman cottages, brownstone
rowhouses and shopkeeper flats to
accommodate over 4,000 new residents. A
neighborhood commercial center has been
designed to make the Orenco Station
Community nearly self-sufficient.

• laid out a 200 + acre medical & scientific
research and development park

Hawthorn Farm/FairComplex
Hillsboro'sfirstbusiness park is nearly
• retained a 100 + acre wooded wetland
filled with with high tech companies,
including Intel, Lattice Semi Conductor
• shifted to neighborhood scale commercial
and Soloflex. Adjoining is the State's
development, and
second busiest airport and a 300 + acre
• zoned land for over 2,000 dwelling units
county fairground. The area has been
ranging from small-lot neo-traditional
rezoned to accommodate a Hotel/
single family dwellings to 3-story apartConference Center, a residential neighborments, with over 50% classified as affordable
hood, an up-scale commercial shopping
housing under federal and state definitions.
center, and a revitalized and relocated
county fair/exposition center. The
Since adoption, over 800,000 sq. ft. of
excitement of this community is on the
flexspace has been constructed, a 100,000 sq.
horizon.
ft. medical research laboratory is in approval
hearings, more than 1,100 dwelling units
Downtown: 12th/Tuality/Central/
have been constructed, and a portion of the
Government Center
wetland has been enhanced to mitigate
Downtown Hillsboro is small town
impacts of the LRT Project.
America, not Portland suburban. The
Downtown Station Community Plan
Orenco
capitalizes on that tradition and maintains
Orenco is a unique blend of old and new. A
the single family character of its neighbornew 225+ acre residentialvillage, z&zcrzmulti'
hoods while allowing increased density
modal shopping center, and a Class A office
immediately adjacent to the LRT line and
development are snug against an older
dense mixed-use CBD redevelopment.
portion of Hillsboro, which
has retained its turn of the
century, tree-lined, gravelroad company town
atmosphere. Both are within
a stone's throw of over
8,000 on-line or soon-to-beready high technology jobs.
Design standards will restore
the old Orenco Village south
of the LRT corridor, while
the mixed-use community
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HalBergsma
Senior Planner
Washington County
Planning and Development
503-350-4037
hbergsma@cLbeaverton.or.ns

Washington County
Station Area
Planning
Ordinances
Years of preparing for light rail are bearing
fruit. As part of Washington County's
commitment to light rail, the County Board
of Commissioners adopted four ordinances
that created new land use designations,
development standards and local circulation
plans for unincorporated properties around
four light rail stations. These include the
Sunset Transit Center, Merlo/158th,
Elmonica/170th and
Willow Creek/185th
light rail stations.
Ordinances 483,484,485
and 486 amended several
elements of the County
Comprehensive Plan
including the Comprehensive Framework Plan
for the Urban Area, the
Transportation Plan, the
Cedar Hills-Cedar Mill
and the Sunset West
Community Plans, and
the Community Development Code.
The ordinances were the result of a threeyear planning process involving many public
meetings and broad public discussion. A
number of issues were resolved as part of
the planning process, including proposed
connections of local streets, protection of
natural resources and the design and density
of new development. The County continues to work with interested property
owners, businesses and residents to resolve
issues.
Developers Encouraged
A Metro survey showed that 30% of tricounty area households were ripe for the
type of smaller-lot higher density development coming on line in the station areas,
developments that trade the advantages of
larger lots for the neighborhood amenities

and convenience of services that transitoriented developments provide. Another
plus is that such projects make home (or
condominium ortownhouse) ownership
more affordable. The private sector has been
rushing tofillthis niche. The following
projects are either complete or under
construction within 1/2 mile of the Washington County light rail stations:

SteelePark
74 small-lot single family homes
Cortland Village
600 apartments
Peterkort Medical Office Complex
72,000 square foot medical office building
EL-Square
10 singje family detached homes and one duplex

Elmonica Court
144-unit apartment
D'Ann Manor
15 small-lot common-wall
Aubrey Meadows
63 small-lot single-family
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Office of Community Development
CityofGresham
503-618-2661
talbot@CLgresham.or.us

Gresham Civic
Neighborhood
Development Plan

Project Description
Total Housing Units: 790 units in 2 to 3
story buildings
Parking Ratio: 15 spaces/unit
Residential SiteAnea: 30.3acnes
CommerxialSite Area: 20.6 acres
Residential Density: 26 units/acre
Total Commercial Space: 439,000 sq. ft.
(including retail, grocery, cinema, restaurants,
office, hotel, and health club)
Parking Spaces:
1,181 residential parking spaces
1,520 commercial parking spaces
Commercial Density: 0.5 FAR

Timeline
July, 1995

T

he GCN Plan represents years of
consideration and collaboration
among parties with diverse
interests. The plan adoption
represents the commitment of the City of
Gresham, the primary land owners,
Winmar, the Robertson Trust and Tri-Met,
Metro and other regional partners.

QtyCouncil adopts the GCNPIanDistria
September, 1995
City Council adopts property tax abatement
for multi-family housing

In July, 1995, the Gresham City Council
adopted the GCN Plan which included
essential features:
• creating a public street grid

August, 1996
City/Landowner Financing Agreement
Amendments to City CIP

• establishing relatively small parcels

June, 1999
Phase I of Grehsham Station submitted for
design review.

• requiring groundflooractivity and twostory building height along priority streets

Civic Drive open to traffic

• establishing public spaces such as the civic
center, LRT station plaza, open space and
local parks

• establishing four mixed-use zones with
minimum densities and floor area ratios

Landowner Agreement
The City has negotiated a development and
financing agreement with Winmar and the
Robertson Trust signed in August, 1996
which obligates landowners to:
• develop mixed use structures around the
LRT Station and Plaza
• construct basic infrastructure
• contribute to local match funds for street
and station improvements
• dedicated rights-of-way and easements at
no cost to the City
• submit annual schedules indicating project
build out
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Oregon Land Use
Planning Program

State of Oregon
Department of Land Conservation
and Development
503-373-0050

Oregon's Statewide
Planning Goals:
Citizen Involvement
Land Use Planning
Agricultural Lands
Forest Lands
Open Spaces
Air, Water andLand
Resources Quality
Areas Subject to Natural
Disasters and Hazards
Recreation Needs
Economy of the State

O

regon's land use planning
| program celebrated its 25th
anniversary in the spring of
1998.
During those 25 years
the state has received
national and international recognition for
its efforts. From urban
growth boundaries to
farmland protection,
the Oregon Ocean
Plan, the transportation planning rule and
stria and innovative
development guidelines, the Oregon
program is providing a
model for the nation.

Housing
Public Facilities and
Services
Transportation
Energy
Urbanization
Willamette Greenway
Estuarine Resources
Coastal Shoreknds
Beaches and Dunes
Ocean Resources

Senate Bill 100
The passage of Senate
Bill 100 in 1973
launched Oregon on a
new, difficult and
exciting program of
statewide land use
planning. The bill
created a partnership in
planning between the
state and its 240 cities
and 36 counties. It set
standards for local
plans, created an agency
to administer them,
and provided grants to
help local governments
meet those standards.
Oversight
The Department of
Land Conservation
and Development
(DLCD) is the state agency responsible for
monitoring and implementing the land use
planning program. The department is

directed by a seven-member citizen commission, appointed by the Governor, and is
called the Land Conservation and Development Commission
(LCDC). TheLCDCis
supported by approximately sixty staff
members.
The mission of the
program is "to direct
and encourage strong
land use planning to
protect Oregon's
outstanding quality of
life." It includes state
legislation, the nineteen
state-wide planning
goals, local comprehensive plans, and implements measures of the
state's 276 cities,
counties, and state
agency coordination
programs.
The past 25 years have
seen massive changes in
Oregon and land use
planning. Local plans
and ordinances are in
place and farm and
forest land is largely
protected with zoning.
DCLD now strives to
see that urban development is done efficiently
to minimize the
expansion of urban
land, to limit infrastructure costs and to assure
that affordable housing
is provided. The next
25 years should tell us if we are capable of
guiding growth in ways that protect resources, enhance livability, and create communities.
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Transportation
Planning Rule
Adopted; 1991
Sets targets for Vehicle Miles Traveled
(VMT) reduction
Requires changes to development codes
to support bicycling, walking, and
transit

T

he Transportation Planning Rule
(TPR), adopted in 1991, clarifies
the relationship between transportation and land use. It defines
the characteristics of acceptable transportation plans, establishes standards for
transportation system performance, and
requires explicit linkages between local land
use and transportation planning processes.
At the same time the Metropolitan Planning
Organizations are implementing the TPR
requirements, they must also accomodate
the Oregon Transportation Plan, Oregon
State Benchmarks, and federal ISTEA, and
the Clean Air Act Amendments.

reductions, such as: road pricing, assuring
multi-modal accessibility, managing travel
demands, and supporting compact
mixed-use development.
The Rule requires all cities and counties to
prepare and adopt local transportation
system plans. The jurisdiction's comprehensive land use plan must then be
amended to comply with this plan.

One of the major requirements in the TPR
is that metropolitan areas reduce Vehicle
Miles Traveled (VMT) per capita by 10
percent during the 20-year planning period
for the transportation system plan. Many
of the policy directions complement VMT
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Oregon Department of Land
Conservation and Development
503-373-0050
wwwicd.state.onns

dopted in 1973, Urban
Growth Boundaries
(UGB) areacentral
tenent of the Oregon
Land Use Planning Program. The
main intent of the boundaries was
to ensure the preservation and
viability of farm land by limiting
city growth and preventing leap
frogging suburbs. The Portland
metropolitan area boundary
encompasses 24 cities and the urban
portions of three counties. It
includes 233,000 acres or 362 square
miles and is administered by Metro,
the area's regional government.
The objectives of urban growth
boundaries generally are to:
plan for and promote a compact
and efficient urban form
improve the efficiency of public
facilities and services
preserve prime farm and forest
lands outside the boundary.
UGBs limit urban sprawl and
reduce the cost of providing urban
services. They also assure agricultural uses outside the boundary and
enable farmers to make long term
investments, such as installing
irrigation systems or planting
orchards with confidence.

Urban Growth
Boundaries
Areas of future expansion, "urban reserves",
are designated in advance so that efficient
planning can take place for sewers, roads and
other public facilities. Additions to the
boundary must be based on a demonstrated
need for more urban land. Once a need has
been demonstrated, the area selected for the
addition must be shown to be superior to
other areas. Areas with
high quality agricultural
soils are intended to be a
last resort for urban uses.
When the Portland metro
area UGB was adopted in
1979, it was drawn
generously outside of the
existing urbanized areas.
Since then, administrative
adjustments to the
boundary have only
equaled a 1.2% increase or
3,000 acres. For the first
time since its inception,
the Metro area UGB expanded to maintain a
20 year land supply within the boundary.
The Metro Council recently designated 18,000
acres as urban reserves, areas that may be
considered for expansion within 30 - 50 years
depending on the region's growth rate. An
expansion into those urban reserves between
4,000 and 8,000 acres - a 2 - 3% increase -

seems likely within the next few years. In
contrast, Minneapolis just designated some
200,000 acres as future urban reserves.
Denver has set aside more than 100,000 acres
for future urban uses. Planners estimate that
without the Region 2040 plan, a growth
management strategy in the Portland
metropolitan area, the UGB would have had

to be expanded by 50%.
In communities around the country, people
are considering the use of UGB's to limit
urban sprawl and encourage reinvestment in
central cities. Communities in California and
Washington have adopted urban limit line
policies. Discussions in Arizona, Utah and
many other communities are ongoing.

Inside the boundary, jurisdictions
must assure a 20 year supply of
buildable land for the metropolitan
area. The land supply and growth
rates are re-examined everyfiveyears
tocheck capacity.

rtertwo-
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Carolyn Gassaway
Highway Plan Manager
Oregon Department of Transportation
503-986-4224

Carolyn.H-Gassaway@state-or*us

Oregon Transportation
Plan

T

lhe Oregon Transportation Plan,
adopted in 1992, is a twentyyear multimodal plan for the
statewide transportation
It includes policies and investment
strategies for highways, transit, inter-city
bus, rail, air, bicycle and pedestrian facilities
and ports. It emphasizes transportation
efficiency, balance among modes,
connectivity, environmental responsibility,
safety, and connection with land use.
Policies also address livability, economic
development, inter-governmental relations
andfinancialstability. It is the guiding
document for state modal plans and local
transportation system plans.

strategies that emphasize management of
the highway system including access
management, intelligent transportation
systems, integration of the state and local
transportation systems, connections with
land use, and use of alternative modes. It
recognizes the priority of accessibility and
bicycle/pedestrian movements in
community centers that straddle the state
highway and the preservation of through
traffic movements outside these areas. It is
scheduled for adoption in February 1999.

Oregon Highway Plan
The Oregon Department of Transportation
is currently updating the 1991 Oregon
Highway Plan. The Draft 1998 Highway
Plan includes policies and investment
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Oregon Bicycle &
Pedestrian Plan

Michael Ronkin
Bicyle and Pedestrian Program
OregonDepartment of Transportation
503-968-2555

T

rie Oregon Bicycle and Pedestrian
Plan is one of the model elements
of the Oregon Transportation
Plan (ODOT). The Plan was
generated by program staff working with
the Oregon Bicycle and Pedestrian Advisory
Committee. As such, it carries considerable
authority, as it establishes ODOT's policies
regarding bicycling and walking. It sets
construction standards for ODOT, and
offers guidelines to local jurisdictions in
establishing their bicycle and pedestrian
networks.

1973:OregDnBikeBill
1997: $800,000 bikeway improvements

Oregon Bicycle and Pedestrian Advisory
Committee
Oregon Bicycle and Pedestrian Advisory
Committee is a group appointed by the
governor to advise the Oregon Department
of Transportation. It originated with the
Oregon "Bike Bill" (ORS366.514), passed by
the legislature in 1973. The Bicycle Bill requires
development of bikeways and walkways, and
enables the Oregpn Department of Transportation to use road funds for constructing
bikeways and walkways along existing roads.
Most improvements for pedestrians and
bicyclists are made as roads are built, or rebuilt
as part of a "modernization" project.
Oregon Bicycle and Pedestrian Program
TheworkofODOT'sBicydeandPedestrian
Program is driven by the Bike Bill's mandates
and goals. The program includes:
education and coordination across Oregon;
the Small Scale Urban Pedestrian and Bicycle
Improvements on State Highways grant
program, through which ODOT works with
cities and counties to improve sections of
urban highways; the Local Grant Program,
through which ODOT supports improvements on local city and county roads.
In 1997, the Local Grant Program contributed
over $800,000 to local bicycle and pedestrian
projects.

a
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Making the Land Use,
Transportation, Air
Quality Connection

Lynn Peterson

1000 Friends of Oregon
503-4974000
lynn@firiends.org
www.friends.org/LUTRAQ.htm

PORTLAND METROPOLITAN AREA I

j§§| LUTRAQ STUDY AREA
j ^ J URBAN GROWTH AREA
['

| WESTERN BYPASS CORRIDOR

) 1

T

he nationally acclaimed study
"Making the Land Use, Transportation, Air Quality Connection"
(LUTRAQ) began as a response
to a proposed new suburban freeway in the
Portland, Oregon metropolitan area. When
the freeway was proposed in 1988, it was
considered an inevitable project.

The results show that policies aimed at
development patterns of mixed-use
moderate density activity centers located on
transit corridors promote alternative forms
of transportation. This type of development was estimated to decrease auto trips by
8% and increase transit, bike, and walk trips
by 27%.

In June 1997, Metro (the Portland area
regional government) made thefinalvote to
kill the project. A certain amount of credit
for the Bypass's demise goes to the
LUTRAQ Project. With the help of public
and non-profit organizations, highway and
non-highway investment alternatives were
designed and analyzed in detail and then
compared using state-of-the-art modeling
techniques.

LUTRAQ has provided a rallying point
across the state and the nation for people not
satisfied that a high quality of life necessarily
includes acres of parking lots and miles of
congested roads. The 2040 Growth Concept,
the regional model, and the state's transportation planning rule all contain LUTRAQtype elements that move the region and state
closer to mixed use pedestrian-, bicycle- and
transit-oriented development patterns.
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Barbara Linssen
Metro Regional Services
503-797-1888

T

wo plans - the Regional
Framework Plan and the
Urban Growth Management
Functional Plan - implement MetroJs 2040 Concept Plan to
manage expected growth in the
Portland metropolitan region through
the year 2040.
• The Framework Plan directs Metro.
This comprehensive plan defines
broad goals and policies for the
Portland region.
• The Functional Plan can be thought
of as a zoning code. It directs cities
and counties to change development
codes, if necessary, to be consistent
with specific standards for development.
It doesn't take long to see that the
Portland metropolitan area is a special
place. While other urban areas have
sprawled, our region has managed
urban development. Communities
near our central city have not suffered
from abandonment and decline. We are
restoring creeks, wetlands and natural
areas, acquiring public open spaces, and
witnessing healthy economies in
communities all over the region.
Redevelopment of existing buildings
and new development of underutilized
land account for about one-third of
new development. Mass transit use is
increasing at a faster rate than auto use.

Urban Growth
Management
Regional Framework Plan
The Regional Framework Plan, adopted in
December 1997, contains the policies that
will direct our region's future growth. It
results from years of work with citizens and
governments of this region. The plan
provides specific guidelines that city and
county governments will use to create and
preserve livable communities. The Regional
Framework Plan brings together these
elements and the contents of previous
regional policies to create an integrated
framework and to ensure a coordinated,
consistent approach. Issues addressed
include:
• Managing and amending the urban
growth boundary
• Protecting natural resource lands outside
the urban growth boundary
• Determining urban design, settlement
patterns and housing densities
• Planning transportation and mass transit
systems
• Protecting and acquiring parks, open
spaces and recreational facilities, water
sources and storage
• Coordinating plans and details with Clark
County, Washington

• Integrating planning responsibilities
mandated by state law
• Addressing other issues of metropolitan
concern
Regional Urban Growth Management
Functional Plan
The Funaional Plan is where the rubber meets
the road, where the principles of the Region
2040 Concept are implemented. The
Funaional Plan was adopted in November,
1996 with compliance required by February,
1999. This document contains very specific
land use and transportation requirements,
which must be addressed by the 27 jurisdictions within the Portland metropolitan area.
They include standards and guidelines for:
proteaing streams and riverbank vegetation;
implementing new minimum and maximum parking standards for particular uses;
limiting big box raail in industrial areas;
allowing accessory dwelling units in all single
family zones; and applying a minimum
standard for frequency of street conneaions.
See For Yourself
Both the Regional Framework Plan and the
Functional Plan are available at Metro's web
site on the Growth Management page:
http://www.metro-region.org

Things look different here because of
our commitment to statewide and
regional planning since the late 1960s.
The Framework Plan is intended to
extend that legacy into the next century
in constructive and inventive ways. The
challenge is clear: We must continue our
cooperative and participatory approach
to growth management if we are to
preserve our quality of life as more
people move into the urban area and
are born here.
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Metro Regional
Transportation Plan

Metro
503-797-1832
klostert@metro.dst.or.us

T

fhe Regional Transportation
Plan(RTP) is a 20-year blueprint to
ensure our ability to get "from here
to there" as the Portland region
grows. The RTP establishes transportation
policies for all forms of travel—motor vehicle,
transit, pedestrian, bicycle and freight—and
includes specific objectives, strategies and
projects to guide local and regional implementation of each policy. The plan also provides
cost estimates and funding strategies to meet
these costs. The plan was first adopted by the
Metro Council in 1983, and is updated
periodically to reflect changing conditions.
The RTP update process was started in 1994.
A federal Regional Transportation Plan was
adopted by the Metro Council in 1995 to
address new federal requirements in the
Intermodal Surface Transportation Efficiency
Act (BTEA), the Clean Air Act and the
Americans with Disabilities Act. The RTP is
now being updated to implement the 2040
Growth Concept and the state Transportation
PlanningRule. A citizen advisory committee
was formed in 1995 to provide detailed public
input on the plan to the Metro Council. The
citizen advisory committee recommends
transportation policies to guide development
of the new RTP. These policies were approved
by theJoint Policy Advisory Committee
QPACI), a group of local elected officials, and
the Metro Council. The policies will be used
to develop transportation strategies and
projects, which will all be incorporated into the
RTP. Final adoption of the plan is expected to
occur in the fall of 1998.

policies recognize the importance of the
movement of goods and services to our
regional economy. The overall strategy is to tie
transportation to land use in the most efficient
way possible.
The 2040 Growth Concept provides the land
use direction for the RTP, with planned
improvements closely tied to the needs of
different areas. For example, areas with
concentrated development, such as downtown
Portland and regional centers like Gresham and
Beaverton, will be targeted with a balance of
high quality transit, pedestrian and bicycle
projects, to complement needed auto improvements. In contrast, projects in industrial areas
and alongfreewaysandhighways will be largely
oriented toward auto and truck travel. In
neighborhoods and along mixed-use corridors,
the plan will again reflect abalanceof all modes
of travel.
In addition to focusing on strategies to
improve everyday transportation needs, RTP
providesavisionfornewways to get around,
such as commuter rail and vanpools. This
vision includes telecommuting, ridesharing and
other programs designed to reduce demand on
the transportation system.
The policies established in the Regional
Transportation Plan will guide local governments as they develop their local transportation
plans. After adoption of the RTP, local
governments must update their plans to reflect
these new regional policies and goals.

The policies in the Regional
Transportation Plan place a new
emphasis on transportation
alternatives for travel to work,
shopping and recreation. While
the policies recognize that most
travel in the region will continue to
be by auto, alternatives to auto
travel such as transit, walking and
bicycling are also recognized as
important. In addition, the
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Tom Master
Fftgeet Manner
Metro
503-797-1832
klostert@metro*dst.or.us

Regional Street
Design Policies
I he Regional Framework
Plan, the Transportation
Planning Rule, and
ISTEA have elevated
the importance of street design in
regional planning. Through two
efforts, the region hopes to
address these mandates with street
design concepts intended to mix
land use and transportation
planning in a manner that
supports individual 2040 Growth
Concept land use components.
These design concepts reflect the
fact that streets perform many,
often conflicting, functions and the need to
reconcile conflicts among travel modes.
The regional street design concepts are
intended to serve many modes of travel in a
manner that supports the specific needs of
the 2040 land use components. These
concepts fall intofivebroad categories:
• throughways that emphasize motor
vehicle travel and connect major activity
centers
• boulevards that serve major centers of
urban activity and emphasize public
transportation, bicycle, and pedestrian
travel
• streets that serve transit corridors, main
streets, and neighborhoods with designs
that integrate many modes of travel and
provide easy pedestrian, bicycle, and public
transportation access
• roads that are traffic-oriented, with
designs that integrate all modes but
primarily serve motor vehicles
• local streets that complement the regional
system by serving neighborhoods and
carry local traffic

- adopted
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Transit Choices for
Livability

.

.ri-Met has served the City of
Portland very well. It has
provided efficient, costeffective transit service to
urban areas with the highest concentre
tions of people. In the past, suburban transit service was largely designed
to bring people to downtown
employment. But today, the suburbs
are destinations in themselves. With
70 percent of the region's growth
expected to take place outside Portland, many see the need for more and
different transit service in their areas.
In 1996, Tri-Met convened the Transit
Choices for Livability (TCL) Regional
Advisory Committee to address this
issue. Using the 2040 regional centers
as a focus, the committee was charged

• describe how transit should be used
f

tell how it should expand to respond
to dramatic growth in the region
over the next ten years
identity a tull range or operating,
organizational, partnership and
funding strategies to help ensure
mobility
reinforce community growth
management goals

Process
Re^onal Advisory Committee
members represent local governments
throughout the region, neighborhood
residents, citizen groups, and businesses. Their 18-month process
culminated in the Transit livability
Strategy for the Portland Region,
which oudines the top priorities for
service improvements over the next 10

Public participation focusedfirston the four
largest regional centers from the 2040 Plan.
This phase resulted in four pilot projects,
called The Local which increased mobility in
outlying areas by using smaller buses.
Phase Two opened the process to the rest of
the region and resulted in the Transit
Livability Strategy. The Strategy will be
integrated with Tri-Met's annual service
planning.
Demonstration Value
TCL gives Tri-Met new directions for
expanding and diversifying transit throughout the region. Service improvements are
built to match regional and community
growth, with a shift toward balancing urban
and suburban service levels. The Westside
Service Plan was Tri-Met's bitggest service
increase in 15 years. A complete restructuring
of bus service pulled directly from TCL.
Improvements include new local service
within communities, new bus lines to areas
unserved today, improvements to existing
routes, and enhanced amenities. The idea of
Transit Choices has been so popular that it
has been expanded to the entire Tri-Met
system. The locals, a new kind of service
using distinctly painted small buses designed
by local communities to meet their unique
needs, have been operating throughout the
region since 1997 and grew from 4 lines in
1997tol8inl998.

in this process, many transit needs surfaced,
including improving local options, connecting suburban communities, and improving
service to lower density areas. The 30+
member regional advisory committee was
able to work through political issues and
agree on the direction for the program.
Financing
Implementation of the TCL plan requires
$25-30 million in new revenues. As part of
the program's financing strategy, the citizens'
committee identified several potential
sources. The budget for the TCL process was
roughly $2.5 million for planning and Phase
One service. This includes dollars from both
the Oregon Department of Transportation
and Metro.

Lessons Learned
Local citizens are a great resource in planning
new transit services. Not only did citizens
identify new areas for service, but they also
pointed out the need for improved public
education, and better customer amenities
such as shelters, lighting and sidewalks.
Transit representatives going into the
community and engaging citizens in the
transit discussion has built local support for
transit improvements. We have learned that
every community is unique. No single
solution works to provide high quality transit
in all areas of the region. Transportation
patterns vary, as do community values,
expectations and needs. Customizing
solutions takes more work, but we believe
Political Issues
By involving the entire Portland metro region the results will be better service and increased
ridership.

TRANSIT
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Central City
Transportation
Management Plan

Steve Iwata
City of Portland
Office of Transportation
503-823-7734
iwat^tran$,ci»portlancLor*ixs

Plan Elements
Limits commuter parking
Transit & ridership goals
Alternative transportation
programs
Manages parking supply
Accommodates growth

I

n 1995, Portland's Central City
Transportation Management Plan
(CCTMP) was adopted to establish an
. overall policy framework to support
growth in the Central City while managing
the parking and transportation system.

In 1972, air pollution from cars in downtown Portland violated federal standards
one day out of every three. Between 1972
and 1985, the number of carbon monoxide
violations dropped to zero, and there has
not been a violation since. Most of the
improvement was due to advances in auto
emissions technology, implementation of
vehicle inspections, improved traffic
management, parking policies,
and increased transit service.

aggressive transit ridership goals for each
district and provides specific policies and
programs to reach those goals; emphasizes
alternative transportation programs including
walking, biking, car pooling, and alternative
work hours; manages development of
surface lots and parking garages; endorses the
development, land use, and transportation
policies needed to accommodate 75,000 new
jobs and 15,000 new dwelling units within
the Central City by the year 2010.

Times have changed and the
problems are now regional in
nature with congestion
threatening the Central City's
accessibility. Three central
concepts guided the development of the CCTMP: Assuring Livability with Growth,
Assuring Mobility with
Growth, Assuring Livable
Streets with Growth.
The CCTMP, as adopted,
addresses the following
policies: maintains existing
downtown parking ratios;
limits commuter parking
spaces for new development by
extending the parking ratio
system to areas outside of
downtown and bases the
ratios on the availability of
transit which will be lowered as
transit service improves; sets
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Chapter Three

Projects

Stadium Station
Apartments

ConnieLively
PonWDevelcpmentCommission

Location & Transit Access
Civic Stadium light rail station
737 S.WJ7th Avenue
Downtown Portland
At a Glance
Project Costs: $8.47million
Site Area: 23,000 sq.ft.
Density: 200 units/acre
Parking Spaces: 69
Parking Ratio: Q£ spaces/unit
Total Housing Units:
115 apartments
All units affordable for households at
60% median income
Housing Types and Sizes:
56 studios
55 one-bedroom units

Unit Sizes: 333-726 sq. ft.
Rental Prices: $468-5668
Total Commercial Space: 2,310 sq. ft,
Galluzzo's Pasta-Bella
Restaurant and a coffee house
Amenities*
Common rooftop terrace has direct access
to light rail station, art-enhanced secured
parking structure.
Timeline:
March 1996
Nov. 1996
April 1997
April 1998

DkributedRFP
Memo of
Understanding
Construction begun
Project open house

tadium Station Apartments is a fivestory mixed use development and the
Ifirsttransit-oriented project built in
Portland. The site is bordered on
two sides by light rail station platforms and
overhead catenary wires. The unusual shape
was created when a typical square Portland
block was bisected to accommodate the new
Westside MAX line. The site subsequently
borders the new westbound "Civic Plaza"
light rail station serving Civic Stadium and
west to Hillsboro, as well as the eastbound
MAX platform.

S

Project Origin
As part of the Westside MAX light rail
project, Tri-Met purchased an entire city block
opposite Civic Stadium to accommodate the
station platform and the curve in the tracks.
Initial plans called for construction of a public
plaza or park on the remainder of the site.
However, local residents expressed a desire for
housing and neighborhood oriented retail
uses as a means of contributing to neighborhood vitality. The LRT track alignment was
redesigned to accommodate the development
site we see today.
Project Goals
Tri-Met, the City of Portland and the
neighborhood's goals in undertaking this
project were to build a mixed use, mixed
income, high density (greater than 60 units/
acre) residential project with direct access to
light rail. Active uses on the ground floor
were included to enhance the quality
and safety of the pedestrian environment, while encouraging greater
pedestrian activity in the area. The
project was also intended to test and
demonstrate whether there was
demand for rental housing with
limited parking adjacent to light rail
transit stations, and whether noise
from the trains would be a deterrent.

Financing
Sources of funds include land write down,
tax exempt bonds (7.25% for 30 years),
general partner equity, tax credit equity, and a
PDC loan (30 years @ 3%) bringing in a
total of $8,587,419.
Project Issues
Although the original developer attempted
to develop an 8-story mixed income project,
the numbers did not work for this type of
project on this site.
It was also determined that a mixed income
project was not possible without substantial
additional public subsidy so an all-affordable
(to households earning less than 60%
median income) project was built, utilizing
low income housing tax credits and reduced
land costs.
The light rail wires on either side of the site
were scheduled to be activated July 1997,
creating an urgency to get the building under
construction and framed before that date.
Thefinancing,design and permitting
processes were fast tracked to accelerate the
start of construction schedule.
Currently all of the units and both retail sites
are leased. It is reported that fewer than one
third of the tenants own automobiles, so
the low parking ratio has not proven to be a
problem.
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Arbor Vista
Condominiums

Ralph Austin
Executive Director
Innovative Housing, Lie.
503-226-4368
iM@aracnetxom

Location and Transit Access
SWHowardsWay,oneblockSWof
Jefferson St. light rail station

At a Glance
Site Area: 18,000 sq.ft.
Construction Costs:
$3.25 million
Density: 66 units/acre
Parking Ratio: 1.05 spaces/unit
Total Housing Units:
27 for-sale condominiums
Housing Types and Sizes:
1,2, and 3-bedroom units at 950 to 2,235
sq.ft*
Housing Prices:
$135,0004400,000
Homeowner Fee:
$125-$275 per month
Developer:
Innovative Housing, Inc.
Architect:
William Wilson Architects
Timeline:
Nov. 1995
Jan. 1996
June 1996
June 1997
June 1998
Nov. 1998

Site development
strategy adopted
Station Community
Plan adopted
RFP announced
Development
Agreement signed
Building occupied
All closings complete

A

rbor Vista Condominiums
include 27 for-sale units located
adjacent to Jefferson Street light
rail station in Portland's Goose
Hollow neighborhood. The project is located
on a very constrained urban infill site, which
includes two mature historic trees, and is
immediately adjacent to the Kamm House,
which is on the National Register of Historic
Places.
Process
Tri-Met, the City of Portland Planning
Bureau, and the Goose Hollow Foothills
League neighborhood formed a partnership
to guide development on three parcels owned
by Tri-Met at light rail stations. The partnership created a Local Development Committee
which hired consultants to provide project
management, design, market evaluation, and
legal assistance. This team then established
the development goals for the site. Innovative Housing Inc. was selected as the developer through a competitive bid process.
The project is designed to accommodate the
development goals established by the
Committee including:
• views to and from adjacent properties
• preserve historic trees
• meet the programmatic requirements
• respect the adjacent historic building

requires too many different sales approaches.
Political Issues
The Goose Hollow Development Committee guided the project through the local
neighborhood association before selecting
the developer, thus minimizing political
conflict with the neighborhood. The owner
of an adjacent historic building appealed to
the State Office of Historic Preservation.
The appeal was denied, but it caused delays
at the outset of the project.
Demonstration Value
The Arbor Vista Condominiums are
affordable tofirsttime home buyers at
median income without public subsidy.
Approximately one-half of the units were
sold at market rate, while the other half were
reserved for a specialfinancingprogram in
which Innovative Housing provides a
second mortgage that makes the unit more
affordable than it would otherwise be. Each
home owner purchasing the below-market
units receives a 10-year property tax abatement on the improved value of the home.
Until a few years ago, people at median
income could purchase a house in Portland.
Now it is increasingly difficult. This project
provides that opportunity.

Lessons Learned
As peoples' income decrease, the
links to transit are progressively
more important. The mixedincomefinancingis not a
disincentive for market-rate
buyers. That the project
appealed to four distinct market
tiers, rather than a more typical
two tiers, complicated the unit
finish build-out. With so many
unit plans and sizes in such a
small project, the buyers'
expectation levels about unit
amenities and interior finishes
varied widely. This dynamic
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Collins Circle

Ge^ing/Edlen
299-6000

Location and Transit Access
Jefferson Street light rail station
SW 18th Avenue andJefferson Street,
Portland
At a Glance
Site Area: 23,000 square feet
Total Housing Units: 124 apartments
Housing Types and Sizes:
51 studio, 551-bedroom, 18 2bedroom
Rental Prices (year 2000) w/wo
utilities*:
Market rate $637 to $1067/mo
Affordable $521 to $673/mo
(* Market Rate includes trash,
Affordable includes trash, hot/cold
water, sewer)

Collins Circle is a 124-unit mixed use project
located 200 feet from the Jefferson Street
light rail station in Portland's Goose Hollow
neighborhood. The building is within
walking distance of downtown Portland and
Washington Park and includes ground floor
retail withfivefloorsof housing above and
below grade parking.
Background
The 23,000 square foot site for the Collins
Circle Apartments was purchased by Tri-Met
as part of the Westside light Rail Project in
1995 and used as a staging area for the
duration of light rail construction. In 1996, a
4-member local development committee of
neighborhood, city and Tri-Met interests
began work to identify goals and criteria for
development of the site including:
•

Density: 235 units/acre

•
•

Parking: ,8 spaces/unit

•

Construction Cost {1999 dollars):

•
•

Total Building Cost:
$13,655,000
Development Team:
Gerding/Edlen, Developer
Michael & Kuans, Architect
R-fH Construaion, Gen. Contractor

60 housing units minimum (over 100
units/acre)
Mixed income
7500 square feet of ground floor
commercial uses
Maximum park of 1 space/studio, one
and two-bedroom units
Use a minimum number of public
subsidies
Acquire the land at a value reflecting
these requirements

As part of FTA's Joint Development Policy
adopted in 1997, Tri-Met was able to sell the
property to the selected developer Gerding/

Edlen at a cost that reflected the "highest
and best transit use" as established by an
independent appraisal.
Innovation
Tri-Met's joint development goal for Goose
Hollow was to attract innovative infill
housing solutions that could be replicated
near high quality transit service throughout
the region. Three key demonstration values
of the Collins Circle project are:
•
•
•

Mixed income residents
New higher-density wood frame
construaion methods
Pre-development work completed
prior to developer selection

Lessons Learned
• Pro-active partnering among the
City, neighborhood, transit agency
and developer are critical in keeping a
project moving forward. This
enhances the desirability of repeating
this type of process elsewhere.
• The goals of public and community
interests can be best integrated into a
project through clear criteria at the
front end of a project and then allow
developers to focus their resources
on getting the building built with
minimal interference.

Project Schedule
January 1996: Goose Hollow Station
Plan adopted
May, 1997: REP distribution
June, 1997: Developer selection
Sept, 1998: Ground breaking
Jan, 2000: Building opening
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LaSalle Apartments

Scott Matthews
TrammeU Crow Residential
503-241-2989
samatthews@msnxom

Location and Transit Access

Immediately south ofBeaverton Creek
light rail station. Beaverton, SW MUlikan
WayandSW153niSt.
At a Glance
Site Area: 23 acres
Total Housing Units:
554 apartments
Housing Types and Sizes:
1-2 bedroom European flats, 1,2,3
bedroom townhouses, and 1,2 and 3
bedroom garden villas
Rental Prices: $70041400
TotdRetail/CcKiimerdal Space: 10,000 sq.

ft.
Density: 24 units/acre
Parking Spaces: 997
Parking Ratio: 1.8 spaces/unit
Developer:
Trammell Crow Residential
Architect:
GGLOAdhdtects

W

Tien Trammell Crow Residenttial (TCR) first considered
purchasing 38 acres from US
Bank, a primary draw was the
rail station next to the property. In addition, an added benefit was the proximity to
Nike's world headquarters and Tektronix
made a ready-made market for the rental
project. LaSalle is the second phase of the
total 830-unit project. The main challenge
was to create a residential identity on a site
surrounded on two sides by concrete tilt-up
campus industrial buildings and undeveloped land.
Process
Tri-Met had established a master-planning
process to create a transit village for the
entire 124 acres surrounding the Beaverton
Creek station. The northern portion of
TCR's land was within the master-planning
area and was slated for primarily residential
uses. North of the station was targeted for
a mix of commercial, retail and residential.
Although this master plan was not adopted,
TCR supported the plan's concepts and
proceeded with approvals for its 554-unit
second phase project, LaSalle.
Design
LaSalle's design departs significantly from
the typical suburban apartment design as
well as past TCR projects. The garden
apartments are clustered around grassy
courtyards rather than parking lots. The
buildings are laid out in a grid pattern with
interconnecting streets/driveways and a
comprehensive pedestrian network.
Multiple pathways are provided linking the
project to the light rail station with a 10-foot
wide pedestrian spine, originally identified in
the master-planning process, connecting the
heart of the project with both Centerpointe
to the south and the light rail station on the
north.
Joint Development
While TCR was planning LaSalle/
Centerpointe, Tri-Met wasfinalizingplans
for its park-and-ride lot at the station. TCR

asked Tri-Met to move the park-and-ride 300
feet farther east to allow buildings to locate
closer to the station. Tri-Met redesigned the
lot and allowed some of the spaces to be
converted to short-term parking to support
the neighborhood retail shops on the west
edge of the park-and-ride. Co-locating retail
activities with the park-and-ride adds to the
safety and security of the lot by providing
more oversight and visibility throughout the
course of the days and evenings. Tri-Met and
TCR also shared costs of building the public
roads and sidewalks that border each of the
two properties to ensure a cohesive design
and allow for potential future development
on the Tri-Met property.
Density
TCR could not realistically develop the public
agencies' goals for the highest densities on
the site. At that time, the rent structures did
not support the extensive mid-rise construction needed to achieve high-density thresholds. Instead, the densest part of the project
is the mixed-use, mid-rise building across
from the station platform. The four-story
frame structure, above a concrete parking
platform, achieves a density of 53 units per
acre. Within a quarter-mile of the light rail
platform, the 554 townhomes and garden
apartments are built at 35 units per acre. The
phase one development, Centerpointe, is
located within the 1/2 mile radius of the
station and averages 24 units per acre.
Innovation
Part of TCR's strategy for creating a more
compact, walkable development involved
reducing the amount of land for parking.
Based upon previous TCR experience at light
rail stations, their goal was to provide 1.1
parking spaces per unit. The City agreed to a
variance to drop the required number of
spaces from 2.0 to 1.6 spaces per unit;
however, an adjacent property owner objected
to this lower ratio and a 1.8 spaces per unit
compromise was reached.
For more information on this project, see the
March, 1998 issue of Urban Land
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Orenco Station

DickLoffelmacher
503-624-6300
dickl@pactrustlp.com

Location and Transit Access
Orenco light rail station
Hillsboro; betweenButler and Cornell
Roads
At a Glance
Site Area: 1995 acres total
Density: 92 units/acre
Parking Spaces: 3,300
Parking Ratio: L8 spaces/unit
Construction Cost: $45 million
(GostaPacific portion only; 370 single
family dwellings)
Land Improvement Costs: $26,000 per
housing lot (PacTrust portion only)
Total Housing Units:
1,834 for sale units, condominiums, and
apartments
Housing Types and Sizes:
450 single-family detached and
townhouses
1,384 luxury apartments
Unit Sizes: 1,200-2,500 sq. ft.
Housing Prices:
$170,00a$300,000 +
Rental Prices:
$71541,231
Total Retafl/Commerdal Space:
on-site: 60,000 sq.ft.
adjacent: 500,0)0 sq.ft.

T

ie old Oregpn Nursery Company,
which gave its name to the area at
the turn of the century, never
foresaw such a crop as is springing up at Orenco today. Orenco Station is a
new 199-acre pedestrian-oriented community featuring traditional architecture.
Located adjacent to the Orenco Westside
light rail station in Hillsboro and Intel's $2
billion Ronler Acres facility, Orenco Station
is one of the largest master-planned
communities on the MAX system. It
features a connected network of local streets
and a variety of community amenities,
including a commercial and retail center and
community parks.
PacTrust's Orenco Station master plan was
approved by the City of Hillsboro September of 1997. It features a neighborhood
"main street" retail area connected to a series
of surrounding residential neighborhoods
via tree-lined streets with wide sidewalks,
parks and open spaces. One thousand,
eight hundred and thirty-four single-family
homes, townhouses and apartments will
eventually provide housing for 4,000
Hillsboro residents. The master plan is
designed to capture the essence of small
town business and residential districts;
traditional neighborhood services, retail
shops below apartments, small residential
lots with front porches and rninimal
setbacks, and well-distributed
parks and open space.

of Cornell Road and South of Butler Avenue
is the 68-acre neighborhood of for sale
housing by Costa Pacific in partnership with
PacTrust that include townhouses and singlefamily "cottage homes." In addition, a 50acre complex with commercial, retail, and
office space is being built adjacent to Orenco
Station.
Orenco Station is a complicated development, involving several partnerships.
Originally zoned for industrial uses, Orenco
Station's code was changed to mostly mixeduse and residential when the construction of
Westside MAX was announced Working
together, PacTrust and the City of Hillsboro
developed a code that balanced project
feasibility with regional goals of higherdensity mixed-use development around
MAX station areas. The complex negotiations to change the code were made easier by
dose collaboration between stakeholders.
The project is currently under construction
with full buildout expected by 2002. To date
sales have been brisk, with townhouses and
smaller single-family dwellings selling the
quickest.
Orenco Station Community was voted the
Best Planned Commmunity by the National
Association of Home Builders in 1999.

At the eastern portion of the
site, Fairfield Investment
Company has constructed both
the 360-unit Cortland Village
and 264-unit Seneca Village.
Between Campus Court and
Cornell Road, Simpson
Housing L.P. has planned over
800 apartments featuring neotraditional rowhouses in the
Brownstone tradition. North
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Steele Park

Joanne Rice
Washington County
503-681-3965
joanne^ric^^o.washington^or.us

Location and Transit Access
Elmomca light rail station
SW 170th AveandSWBaseiine

At a Glance
Site Area: 9 acres
Total Housing Units:
$2 for-sale units
Housing Types:
3 bedroom units
Unit Sizes: 1300-1,500 sq. ft.
199S Housing Prices:
$120,000-$138>000

S

teele Park is one of the first smalllot single family developments in
Washington County that lies within
convenient walking distance of
West side light rail. Each of the 74 units in
the project is two stories in height with lot
sizes ranging from 1700 to 2500 square feet.
Half of the homes were sold fee simple and
the remainder have been retained as rental
property.
Financing
The project is privately financed with the
exception of a $300,000 CMAQ-TOD grant
that funded enhanced pedestrian improvements along the western edge of the
property and screening along arterial streets..
The project is a public-private partnership
between the developers, Washington
County, and the CMAQ-TOD Committee
(made up of representatives from State

offices of Housing, Land Conservation and
Development, Transportation, Environmental Quality and Economic Development along with Tri-Met and Metro).
The constructed project follows closely
upon a concept design evolving from
workshops with Peter Calthorpe and the
surrounding community. Thefirstphase
of the project was completed in 1996. The
second phase, consisting of six single family
developments and one duplex, is now
under design.

Rental Prices: $900+
Density: 8.2 units/acre
Parking Spaces: 148
Parking Ratio: 2.0 spaces/unit
Developers:
Carl Spitznagd andSteve Prince
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Center Commons

Connie Lively

Location and Transit Access
NE 60th light rail station
5821NEGlisan
At a Glance
Site Area: 4.9 acres
Density: 64 units/acre
Parking Spaces: 188
Parking Ratio: 0.6 spaces/unit
Total Housing Units:
314 apartments
Housing Types and Sizes:
1,2,3, and 4 bedroom units
Unit Sizes: 534-1,345 sq. it.
Rental Prices:
$3254800
Most units affordable for households at
60% median income
Developer;
Portland Development Commission,
Lennar Affordable Housing, and Innovative Housing, Inc.
Timeline:
1995 Redevelopment analysis
Jan. 1996 Site acquired
Spring 1996 Developer selection
Summer 1998 Buildingpermits
May 1999 Construction begins
Fall 2000 Construction Complete

C

| enter Commons is a mixed-use,
mixed-income residential
community totaling 314 new
residential units. The project will
include a 172-unit senior apartment building
("Center Square"), a 60-unit family apartment building with a day care facility
("Center Village"), a 56-unit market-rate
apartment building with retail ("Center
Station"), and 26 townhouses ("Station
Townhouses"). Amenities include a
pedestrian plaza with playground and
pathways that connect to the major transit
streets and light rail station. The parking
ratio for the entire project is .6 spaces per

Background
The site, formerly owned by Oregon
Department of Transportation, was
identified as a good opportunity for a transit
oriented community as we looked at ways to
increase residential density along major
transit lines. It is proximate to a light rail
station, it is a large site, and it became
available when ODOT abandoned its DMV
operations. PDC received a Transportation
Growth Management grant from the State
to prepare a redevelopment analysis of the
site and subsequently bought the parcel
from ODOT at fair market value. A
development competition was held by PDC
and a team headed by Lennar Affordable
Housing and Innovative Housing Inc., a
non-profit development corporation, was
selected.

The diversity of housing types, mix of uses,
range of household incomes served reduced
parking ratios, and costs associated with the
public plaza and pedestrian amenities add to
the complexity and expense of the project.
Political Issues
The Center Neighborhood has been involved
from the time the site wasfirstidentified for
redevelopment. They are enthusiastic about
the potential for this project to activate their
neighborhood, especially the commercial
district along NE Glisan, and are fully
supportive of the project goals and design.
Financing
Each development phase has its own source
offinancingdepending on whether they are
rental or ownership units and the household
incomes they are intended to serve. The site
will be sold to the developer for PDCs
purchase price. Total development costs for
all phases including land are $30,000,000.
The projectfinancingincludes a combination
of low income housing tax credit equity, State
of Oregon tax exempt bonds, a PDC loan,
general partner equity, property tax abatement, and a FTA grant from Metro for
transit oriented development. All phases of
the project will apply for ten year property tax
exemption through the City of Portland's
"Transit Oriented Development Tax
Abatement" program.

Project Goals
The goals for this project include increasing
residential density near transit stations,
revitalizing the Center neighborhood, and
providing a range of affordable housing
opportunities for Portland residents.
The Center Commons project will demonstrate whether such a complex, transit
supportive community can befinancedand
successfully leased in this neighborhood.
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MarcGuichard
Metro
503-7974944
guichardml@metroxklor*m

Location and Transit Access
Adjacent to the Gresham Central light
rail station; 800 NE Roberts St.
At a Glance
Site Area: 2.6 acres
Density: 35 units/acre
Parking Spaces: 135
Parking Ratio: L5 spaces/unit
Project Costs: $4.5 million
Total Housing Units:
90 townhouse apartments
Housing Types and Sizes:
1,2, and 3 bedroom units
Rental Prices: $575-$795
Timeline:
Augustl991
Initiated development discussions with
property owner
August 1994
TriMet/Develc^rexeaiteDevelq>
ment Agreement
September 1995
Construction begjbs
May 1996 Project complete

Gresham Central
Apartments
£ Gresham Central
Apartments is a 90-unit
housing development
located at the Gresham Central
light rail station. The buildings are built out
to the street with front porches, mimicking
turn of the century townhouses with one
frontage facing a pedestrian promenade to
the transit station. Parking is located in the
interior of the site so that garage door
openings and parking lots do not conflict
with pedestrian flow. The design creates a
pedestrian-friendly street that facilitates the
residents' access to downtown by walking,
bike or transit. Additionally, the completed
project forms a land-use bridgebetween the
downtown and the transit station,
in effect, shortening the distance by
several blocks.

ment tool.
• Projects must respond to the market in
which they are to be developed.
Tri-Met's ownership of a portion of the site
along the light rail alignment provided a
powerful joint development tool in achieving
the goals for a new residential product in
Gresham. At the same time, the project
must respond to the market in which it is
being developed. Due to the cost of
struaured parking, market-rate projects above
35 units to an acre in Gresham will require
either significant increase in rents or public
financial participation.

Demonstration Value
A major public objective of the
project was to offer the region a built
example of transit-supportive
development in a suburban environment. The project differs from
traditional suburban apartments in
the Gresham area because of its
density (35 units/acre as compared
with 17 to 22 units/acre), building
massing, parking ratios (1.5 spaces/
unit as compared with 2 spaces/unit),
and pedestrian-oriented design.
Political Issues
Any type of public private-partnership in
which the public sector invests specifically for
the benefit of a private development—even if
that private development has myriad public
benefits—has the potential to be politically
sensitive. Additionally, during the planning
phase of the project, the City was debating
new policies to determine an appropriate mix
of affordable to market rate housing in its
downtown. These discussions affected the
product mix, design, and economics of the
project.
Lessons Learned
• Site control is a powerful joint develop-

Project Financing
The total project budget was $4.5 million
financed through:
• sale of excess right-of-way by the transit
agency through a development agreement
for a transit oriented development (TOD)
• $332,000 from the Department of
Environmental Quality's CMAQ grant for
aTOD
• utility easement relocation and consolidation
• downtown Gresham housing tax
abatement
• public-private joint use of the storm-water
sewer system
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Russellville
Commons
Apartments
Location and Transit Access
NE 102nd Ave light rail station
NE 102nd and Burnside
At a Glance
Site Area: 11 acres

Density: 42 units/acre
Parking Spaces: 454
Parking Ratio: .95 spaces/unit
Total Housing Units:
480 apartments
Housing Types and Sizes:
1,2, and 3 bedroom townhouses
1 and 2 bedroom apartments
Unit Sizes: 650-1,276 sq. ft.
Total Commercial Space:
38,300 sq.ft.

Rental Prices: $583-$l,100

Rembold Incorporated

MCM Architects

R

ussellville is an 11-acre site that
was once a public school and is
now being redeveloped into a
^80-unit residential neighborhood adjacent to light rail. In 1992, the
property owner proposed a big box development for the site which would have resulted
in substantial auto use and low transit
ridership. The
public sector,
including the
Portland Planning
Bureau, Portland
Development
Commission, TriMet and Metro
informally pledged
a public-private
partnership if a
developer could be
secured to attempt
a more transitfriendly development. Rembold
initiated the land
acquisition process
for the site. The
project is the
culmination of
that 5-year effort.
The site has been divided intofiveseparate
blocks by extending the public street grid.
This creates an open connection between
new development and existing neighborhoods. The focus of the pedestrian
circulation system is lineal green space that
connects the new blocks with Burnside and
the light rail stop.
Russellville has three different building
designs to respond to a variety of life-styles.
Thefirsttype is a double townhouse.
Either a two or a three bedroom townhouse
is placed above a one bedroom split level
unit. Each unit has a private street level
front door. These units will be attractive to

people who do not want to live in buildings
with shared corridors, stairs, and elevators.
This townhouse is double the density of a
typical townhouse project. Independently
rented private garages are located under the
split levelfirstfloor units. There are 222
units of this type in buildings ranging from
6 to 16 units each.

The building character changes substantially
on the two blocks facing Burnside and the
light rail. Two types of buildings are used
here: a) corridor four story apartment
building with shops at street level and
parking below, and b) four story apartment
building, without parking but with two-story
high loft units at street level which are
accessible from the street. The highest
density and most urban style buildings are
placed closest to light rail. These two blocks
have 196 units in four buildings plus 38,300
sq. ft. of non-residential space. This space is
planned for commercial, office, or community support facilities such as day care,
community rooms, or support agencies.

. . .
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Liberty Centre

liberty Centre
Ashforth Pacific, Inc.
503-2334048

Location and Transit Access
7* Avenue Light Rail Station
At a Glance
Site Area: 96,000 sqit.
Project Program:
280,000 sq.ft. office
5,000 sq.ft. retail
26,000 sq.ft. outdoor plaza
600-space parking garage
Parking Ratio: 2.1/1000 square feet
Total Jobs: 1200
Construction Costs: $45 million
Developer: Ashforth Pacific, Inc.
Architect: GBD Architects, Inc

L

ocated adjacent to the 7th Avenue
Light Rail Station in Portland's Lloyd
District, Liberty Centre is one of the
fcewest additions to the skyline in
the Lloyd District. Completed in October of
1997, the building has 280,000 square feet of
office space, 5000 square feet of ground floor
retail businesses, a 26,000 square foot outdoor
plaza and a 600 stall parking structure.
Ashforth Pacific Inc. and Liberty Northwest
teamed to develop the office tower, which
became the headquarters of Liberty
Northwest Insurance Companies.
In creating the two-block development site,
NE Pacific Street was vacated to allow a more
cohesive connection among the building, the
outdoor plaza and the parking garage.
Pedestrian connections were maintained
through the vacated street and the outdoor
plaza is accessible to the public. The $45
million project was designed by GBD
Architects of Portland

Liberty Centre was developed as a
speculative office building by Ashforth
Pacific Inc. with ninefloorsserving as
Liberty Northwest's headquarters. Stuart A.
Hall, president and CEO of Liberty
Northwest stated that "Our goal is to
relocate to afirst-classproject in a location
that would be convenient for our
customers and employees, with ready access
to mass transit."
The seventeen story building has views of
both Mt. Hood and downtown Portland
Amenities within the building include a 24hour lobby attendant, on-site property
management and visitor parking, an ATM,
a shower and locker room facility. The
building is within easy walking distance of
day care centers, restaurants, hotels, business
services, the Lloyd Center Mall, the Oregon
Convention Center and the Rose Garden
Arena.
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D'Ann Manor, Washington County
Elmonica/SW170th Avenue, Washington
County>ElmonicaLRTStation
These 15 for-sale townhomes were built by
H i . Lewis Development & Construction
and were completed in 1997.
Each unit is 1700 square feet and sold for
$170,000 in 1997, All units are fully ADA
compatible and are oriented to the empty
nester market.
Contact: Wally Miller, 503-531-9148
EL~Square> Washington County

Light Rail Station
Infill Development
172nd and East Burnside, Gresham
172nd and East Burnside, southeast of the
172ndAvenue LRTStation
Located on a .7 acre corner lot, these 40
market-rate apartments are set on a
podium above groundfloorparking.
The parking ratio is 1.4 spaces per unit,
which is 30% below comparable projects
in the Gresham area. The project received
a $100,000 grant from the Department
of Environmental Quality's CMAQTOD program.
Contact: Phil Whitmore, 503-797-1931

Elmonica/SW170thLRTStation
This project includes 11 total lots including
9 single family homes and one duplex*
Completed In 1997, the project is built at a
15 units per acre density.
Developer: DE Anderson Inc.
Elmonica Court, Washington County
Immediatelynorthof Elmonica Park andRide,
Elmonica LRTstation
This 144-unit garden apartment project was
developed by Randall Realty.
Contact: Barry Raber, 503-245-1131

The Westshore Apartments, Portland
222SWPineStreet,downtownPortIand,
Oak Street LR TStation
This high density infill projea was built
over the top of an existing parking
garage on half a city block. The 113 units
are reserved for tenants earning up to
50% of median income ($16,200 for one
person). The projea includes 100 studio
and 13 one bedroom apartments.
Contact: Brian McCarl, 503-243-3365

Oneota Townhomes, Gresham
NEHoodAvenuebetween 4thand5th,
Aubrey Meadows, Washington County
East of185thand south of Baseline^ Willow Gresham Central LRTStation
These twenty new rowhouses on a 1.1
Creek/SW185thAvenueLRTStation
acre site, located just south of the
Built in 1996, Washington County shared
Gresham Central Apartments, sold out
the pedestrian-friendly higher-density
faster than the projeaed market absorpdesign standards used in the successful
SteelePark subdivision for this 63 small-lot tion. With the homes facing the street
and garage access via an alley at the
single-family project. The project includes
front porches and varied details among the
middle of the block, the projea is built
buildings.
to 18 dwelling units per acre. Each home
Developer: Harris Kimble
sits on lots ranging from 2,400 to 3,800
square feet. The projea is within easy
walking distance of both light rail and
the heart of downtown Gresham's
shops and services.
Developer: MSchaelMcKeelandEdwin
Smith

Lexington Park, Portland
SE 160th and East Burnside, 400feetfrom162nd
Avenue LR Tstation
This projea is planned for 51 units including
40 market rate and 11 units reserved for
tenants at or below 60% median income. The
projea is 64 units per acre density. The projea
received a City of Portland TOD tax exemption. Total projea cost was $2.45 million.
Contact: Sam Slauson, 503-636-1964
Vandalay Arms, Portland
East Burnside, east ofNE 102nd Blvd., 500feet
east of102ndAvenueLRTstation
This 19-unit mixed income apartment
building includes 14 market rate units and 5
units reserved for tenants at or below 60%
median income. It is built at a density of 47.5
units per acre and includes 19 parking spaces
for a parking ratio of 1.0 spaces per unit. The
building was completed in 1998 with a
building construaion cost of $800,000. The
projea received a City of Portland TOD tax
exemption.
Hazelwood Apartments, Portland
SW corner ofNE Glisan and NE 122nd Avenue,
1/4 milefrom122ndAvenueLRTstation
Integrated within a 17.2 acre retail shopping
center, this 119-unit congregate care retirement
facility has 47 units reserved for tenants at or
below 50% median income and 72 units for
tenants at or below 80% median income.
Projea density is 68 units per net acre with a
parking ratio of 0.5 parking spaces per unit.
The ground floor of the building contains
retail uses, which provide a continuous retail
frontage between the two retail centers on
either side of the projea. Completed in 1997,
total projea cost was $8.93 million.
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Belmont Dairy

Carter MacNIchol
Shiels, Obletz, Jolmsen, LLC
503-242-0084
carter@$ojpdxxom

Location and Transit Access
3340 SE Morrison St., adjacent to Tri~
M a Bus line 15

At a Glance
Site Area: 133,000 sq. ft.
Total Housing Units:
66 moderate rate apartments (section
42), 19 market rate lofts
Total Retail Space: 26,000 sq.ft.ground

B

elmont Dairy is one of Portland's
most successful mixed-use,
mixed-income redevelopment
projects. It is located one and a
half miles from the central city on a bus line
providing service every eight minutes. The
133,000 square foot project uses part of a
seventy-year old former dairy building and
added five stories of apartments over a
parking podium. The ground level of the
redeveloped dairy has been turned into a
12,000 square foot specialty grocery store and
12,000 square feet of additional retail space.
The housing includes 66 low-income
apartments and 19 market rate loft apart-

level
Density: 28 units/acre
Parking Spaces: 130
Parking Ratio: 15 spaces/unit
1998 Rental Prices:
•$472- $566 (one/
two bedroom, section 42)
• $795-$l,295 (market rate
lofts)
Construction Costs:
$14 million
Land Improvement Costs: $400
Developer:
Shiels, Obletz, Johnson, LLC.
Architect:
GBD Architects, Ina

Within a year of the project'sfirstphase
opening, development began on the second
phase. This northern block is separated
from phase one by a vacated street that has
preserved public access through the site
while accommodating additional diagonal
parking. New townhomes have replaced the
surface parking lot that originally covered the

Financing
The Belmont Dairy established a new
precedent for inner-city redevelopment in
Portland. It is thefirstmajor redevelopment
of its type and brings with it added costs
associated with preserving and refitting an
existing building and the additional costs
associated with structured parking and higher
density housing. Projectfinancingcame
from a variety of sources including:
• Bank of America Construction Loan
• Network for Oregon Affordable Housing
• City of Portland Livable City Housing
Council Loan
• City of Portland Community Development
Block Grant Loan
• State Department of Environmental
Quality CMAQ grant for transit oriented
development
• FNMA Tax Credit Investment
• City of Portland Multifamily Housing Tax
Credit Bonds.

Innovation
Developers recycled materials and incorporated PGE's Earth Smart building standards
throughout the project. This model urban
redevelopment project represents in the
words of a local banker, "land uses for the
21st Century that promote the preservation
of history, urban density, affordability, and
utilization of existing infrastructure that
provides easy access to public transit, bicycle,
and pedestrian corridors."
The project is located within an established
residential neighborhood and fronts on an
emerging neighborhood main street. This
location translates into retail customers that
are more likely to walk orridebikes to make
their shopping trips. Parking at the site is
limited to meet the needs of the residential
units and retail with less than 100 parking
spaces for the entire project.
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Sunnyside Village

Clackamas County

At a Glance
119,000 sq.ft.Retail center
Single family homes
(4,000-5,000 sq.ft.); 305 lots
(5,000-7,000 sq. ft.): 1044 lots
131 Apartments
130Townhome$
Elemeatary school
~~fe village green
10,000 sq.ft. community service building
Timeline:
March 1991
County Commissioners and Planning
staff attend neotraditional planning
conference
August 1993
Sunnyside Village Plan and Zoning
Ordinances adopted
Spring 1998
Transit Plaza completed
Fall 1999
Community Service Building ground
breaking
Project 75% built out

I

n 1993, the Clackamas County
Commissioners adopted the
Sunnyside Village Community Plan,
• which included goals and objectives, a
land use map, street standards, and zoning
provisions. Sunnyside Village was the
region'sfirstadopted neotraditional village.

The land use plan includes an interconnected
network of radial and grid streets, which
provide short and direct routes to common
destinations within 1/4 mile of the village
core.
New residential, community service,
commercial and office districts were developed specifically for the Village as were
narrower street standards. Landscaped
planting strips separate sidewalks from cars.
Narrow, tree-lined streets
and buildings that front
the street with active,
human-scaled elements,
such as porches and
shop fronts, slow
automobiles to accommodate trips made on
foot or bicycle. The
Village is dotted with six
parks, trails and a
resource protection area
which cover a total of 11 acres.
Demonstration Value
Sunnyside Village is a new model for urban
development in Clackamas County. It is
one of the first neotraditional plans in the
United States initiated by a local government. In 1995, the project received an
Oregon Livable Communities Initiative
Award. In addition, the County, in
partnership with the local development
community, funded a House Plan Contest
to generate plans that would meet the
neotraditional residential development
standards.
Political Issues
Obstacles to Sunnyside Village were
overcome by producing a market feasibility
study and providing a strong educational

and public process program. Early in the
process, a steering committee helped to build
community support. The Committee
identified key issues, provided guidance
toward alternatives, and helped to develop a
preferred alternative which was sent to the
County Commissioners for approval.
The Sunnyside Village Plan area affected
nearly 60 property owners with varying
degrees of interest in the project. Some
residential builders opposed the requirement
for recessed garages that were included in the
Village development standards.
Funding
The project budget was $2.15 million for
planning, outreach, design, property acquisition, and community
service building construction. Project budgets
included $150,000 for
plan adoption and
detailed design plans
which were funded by
the State Departments
of Transportation and
Land Conservation and
Development, Tri-Met,
PGE and Clackamas
County. Six park sites were purchased and
permitting fees were established in the
zoning ordinance to distribute the costs
equally throughout the Village. In addition,
the project received $2 million in funds from
the FTA Livable communities Initiative
grant, which included a 20% local match from
Clackamas County. These funds were used
for land acquisition, final design and
construction of a transit plaza, village green,
and community service building. The rest of
the project has been funded entirely by
private investments.
Lessons Learned
The local jurisdiction must be prepared to
provide detailed attention during the
commercial development review process to
ensure that the development intent of the
Village is met. As we discovered, if you
build it, they will come!
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Fairview Village

Rick Holt
Holt&Haugh
503-222-5522
RHolt@holtandhaugh.com

At a Glance
Site Area: 95 acres
Total Housing Units: 600
Density: 12 units/acre
Housing Types and Sizes:
58Rowhouses
141 Small-lot single family houses
14 Single family attached houses
163 Duplexes
55 Carriage Houses
To^Retaa/CommtialSpaoe: 150,000
sq.ft. retail, 70,000 sq.ft. office
Other uses: post office, community
church, school, 40-acre wetland/
woodlands
Timeline:
August 1994 Zoning changes adopted
March 1995 Phase I groundbreaking
November 1996 US. Post Office
opened
December 1998LaPetke Academy is
completed
April 1999 Chinook Way Apartments
groundbreaking
April 1999Fairview City Hall
groundbreaking
Summer 1999Multnomah County
Library to break ground
Awards

* 1000 Friend of Oregon" Builders
Award
1998 Governor's Livabilky Award
Developer: Holt &Haugh
Architect: William L. Dennis
Town Planners:
Lennertz&Co^e

T

lhere is no other development like
Fairview Village in the Portland
region or the Northwest. Not
quite a city, yet decidedly not a
suburb, Fairview village is a town in the
classic sense — a cohesive network of
individual neighborhoods built around a
community shopping center, anchored by
civic buildings and public parks and scaled to
people rather than to their cars.
Project Description
Located in east Multnomah County,
Fairview
Village will
m
contain 600
residential
units with
more than
150,000 square
feet of retail
space and over
70,000 square
feet of office
space. The
Village borders
the original
residential core of the City of Fairview.
The Process
Because Fairview Village is an expansion of
an existing community, engaging the public
and key decision makers was essential in
creating a consensus-based Village plan.
More than 75 stakeholders participated in a
three-day design workshop that produced a
regulating plan, zoning code and architectural guidelines and a strong shared vision.
Fairview's zoning code, like many other
cities across the country, segregated retail and
office space from residences. Rather than
amending the existing code, the City
approved a new Village Code. The Village
multi-use zoning allows a mix of retail,
business and residential activity.
Design
Holt & Haugh, developers of Fairview

Village, knew that for the project to succeed
as a community, it would have to break the
established pattern of disjointed development. While different, it must not be entirely
removed from accepted models of livability.
Village streets are designed to be safe and
inviting for walkers and bicycleridersas well
as motorists. Another component of
community is strong identification with
specific neighborhoods. Each home has at
least one pocket park located within a twominute walk and all streets end with a vista,
not a garage door.
Market
Because real estate
marketing studies
generally focus on
past performance
rather than on future
trends, the developers
did not rely on
traditional marketing
analysis to project
demand. The project
targets a diverse mix
of middle-income
buyers and multiple age and demographic
groups. Fairview Village offers an additional
investment attraction — diversification. By
offering a diversity of real estate products, the
developers have spread out their market risk.
Diversity allows the amount of any single
product offering to be limited so that
absorption of each product type will be
relatively fast.
Innovation
• stone pedestrian bridges create a convenient
walking environment while integrating the
natural environment
• hierarchy of streets
•narrower streets
• retail oriented to an enhanced bus stop
•shared parking
• alleys and garages at rear of homes
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REACH CommunitvDevelopment, Inc.
503-231-0682

At a Glance
Project Cost; $1,912 million
Cost; $91/sq. ft.
Parking; 1.0 spaces/unit
Density; 19 units/acre
Site; 40,000sq.ft.
Units; 18
Unit types;
1 Duplex
6 Rowhouses
10 Courtyard
Developer; REACH
Community Development Inc.
Contractor;
Walsh Construction

City Life

T

fhe Chicago Home Builders' 1992
Urban Parade of Homes showcase
of nine new homes in an older
South Chicago neighborhood
inspired a Portland group to organize a
similar event—-the City Life project. City
Life represents a broad-based coalition,
which includes Livable Oregon, Inc., the
American Institute of Architects (AIA)/
Portland Chapter, Home builders Association of Metropolitan Portland, City of
Portland Planning Bureau, State of Oregon
Housing and Community Services, REACH
Community Development, Inc., and
Portland General Electric.
Project Description
This 18-unit owner-occupied project sits on
a 40,000 square foot site in an established
inner Portland residential neighborhood.
The site is one-half block from two bus
lines and within walking distance of
neighborhood services including a school.
Demonstration Value
The AIA/Portland Chapter sponsored a
design competition to demonstrate that
architecturally-designed, medium-density
housing could be economically feasible.
The competition also provided an educational tool to focus potential neighborhood
concerns on design issues instead of density

Financing/Funding
Permanentfinancingincluded conventional
mortgages and State of Oregon Mortgage
Bonds. One million dollars in single-family
loan funds was reserved for individual lowincome buyers at a reduced rate. The City's
Livable City Housing Council provided a
$193,000 bridge loan. Other financial
considerations included: City planning staff
donation of in-kind services, City Bureau of
Buildings fee waivers, a one percent discount
on realtor fees, and an 11% discount on
land price by Portland General Electric.

Lessons Learned
The permitting process was complicated
because the project contained three distinct
housing products. One was allowed as-qf
right and two required an amendment to the
comprehensive plan and review as a Planned
Unit Development. The associated approvals
added time delays and costs. Fire sprinklers
and a new sewer line pushed costs up to $62
a square foot, well beyond the original target
of $50 a square foot. Costs were lowered by
using electric instead of gas heating and by
scaling back some design features, such as
windows and building materials.
Informationfmm Livable Oregon fact sheet
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Richmond Place

Tom Peters
Housing Authority of Portland
503-802-8510
TomP@hap.pordanAor.us

Location & Transit Access
SE Division & 41st
Number 4 bus: Division
At a Glance
Site Area: 21,000 sq. ft.
Site Value f94): $225,000
Total Project Costs: $2,821,000
Construction Costs: $2,004,000
Total Housing Units:
21 apartments
Total Commercial Space:
6,500 sq.ft.

Parking Spaces: 14
Unit Types:
Studio, one and two bedroom
Target Residents:
Homeless families
Developer:
Housing Authority of Portland

T

he land was purchased to develop
housing for homeless families
and property was developed
usingLivable Cities concepts.

The concept was to build the housing to fit
into the neighborhood and to provide retail
on S.E. Division. The building is wood
frame. The parking is located in the rear off
an existing alley and the building is built up
to the sidewalk for easy pedestrian access to
the storefronts.
The Housing Authority of Portland, in
partnership with the City of Portland and
the architect, had several meetings with the
Richmond Neighborhood Association and
received substantial input on the development. The Housing Authority of Portland
has been involved with the development of
Richmond Place from the beginning. The
site is zoned for mixed use development.
Financing
The project wasfinancedalmost entirely
with debt-free grants, with the exception of
a $575,000 bank loan to cover the retail
construction and a bridge loan to allow time
for the retail to lease up. The loan will be
paid by permanentfinancingwhen the retail
is at 90% occupancy.

With a development of this size, and 6
grants ranging from $75,000, procuring and
tracking these funds was challenging. It took
over two years to obtainfinancingincluding
grant applications, marketing the project to
banks, information to funders, etc. The
Housing Authority was involved in the
development of housing and had little
experience with retail/commercial development. For this reason, a real-estate broker was
solicited to market the retail space.
Development
The site was purchased in 1994 and the
planning started. It took two years to secure.
May through June 1996, the contractor
cleared the site and designed the office
building. Construction began in July, 1996,
and was completed in January, 1997, on
schedule. The building is currently being
marketed with 4,373 sq.ft.currently leased
and 2,112 sq. ft. still available for lease. As of
July, 1999, retail was 85% leased
Programs
Portland Impact, Inc., an agency that works
with homeless families, runs the program at
Richmond Place.

Architect: Ernest Munch
Timeline:
1994
SitePurchased
May 1996 Construction began
Jan* 1997 Construction completed
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Barbara Linssen
503-797-1840
linssenb@metro.dst.or.us

T

he Martin Luther KingJr.
Boulevard Project is
building a strong and
vibrant main street community along the King Boulevard corridor
in Northeast Portland. The effort
combines public and private resources
to implement the City of Portland's
Albina Community Plan, community
development goals, regional growth
management policies, and state,
regional and local transportation plans.
The project has created institutional
changes that have enabled real
improvements in the King Boulevard
corridor and has built new trust
between the community and the
public sector.

Setting
Martin Luther Kingjr. Boulevard
bisects the most ethnically diverse
neighborhoods in the city. King
Boulevard is a state highway, carrying a
high volume of traffic at relatively high
speeds. It is the spine connecting
several economically depressed
northeast Portland neighborhoods.
Since World War II, King Boulevard
has experienced a loss of employment
base, dilapidation, and divestment by
private business. Attempts to
revitalize the corridor have been ongoing since the 1960V Results have
been mixed at best.
The community, the City of Portland,
Metro, and the Governo/s Community Solutions Team formed a
partnership with the goal of breaking
through the barriers which have
blocked past revitalization efforts. The
project is led by the Martin Luther
Kingjr. Boulevard Action Committee, representing each of these
interests.

Martin Luther King
Jr. Boulevard
Revitalization
Results
After half a decade of decline, businesses are
moving in, abandoned commercial and
residential structures have been purchased
and are being restored, and new development
is filling previously vacant lots. A transportation pilot project removed a long disputed
median and restored on-street parking. In
thefirst18 months since the Project's
approval, public and private investment in
the corridor has totaled more than $10
million. More than 300 affordable housing
units have been built or are under construction. Storefront improvement grants are
upgrading the appearance of the street, and
business loans are revitalizing the local
economy. A street design planning effort will
guide future improvements, with $1 million
of public funding already secured for the first
round of construction.
Recent Developments
Numerous new development or redevelopment projects are witness to the results of
the revitalization effort on King Boulevard.
Examples include:
Albina Corner
2002 NE Martin Luther KingJr. Blvd.
This mixed-use infill project which was
completed in 1996, provides 44 affordable
apartments on the second, third and fourth
floors with a central enclosed garden courtyard. Residents cannot earn more than 80%
of the area's median income. The
groundflooris occupied by a
community bank, day care center,
and a deli/coffee shop. Portland
Community Design, the nonprofit developers of the project,
also have their offices on the
ground floor. Albina Corner is
very dose to downtown and is
convenient to transit. The project
has 48 dwelling units per acre.

Businesses and residents share the 38 offstreet parking spaces.
Contact: R. Peter Wilcox, Portland Community Design, 503-281-8011.
Knott Street Rowhomes
2702NEMartinLutherKingJr. Blvd.
This development includes 42 two- and
three-bedroom townhomes arranged on a
woonerffa slow street designed to slow cars
and discourage through traffic). This mixedincome project provides assistance for first
time home buyers and those meeting income
guidelines. Units start at $130,000, for 12501350 square foot units.
Contact: Jim Winkler, Winkler Companies,
503-225-0701.
McCoy Village Apartments
4430NEMartinLutberKing]r. Blvd.
Fifty-five affordable apartments. These three
and four-bedroom units are designed for
families earning 50 percent or less of the
area's median income. Rent for a four
bedroom unit is $603 per month. The
project covers two long, narrow blocks
fronting on King which were vacant for many
years. Inner courtyards provide safe places for
children to play. A tenants' council meets to
organize resident activities and services.
Contact: Channa Grace, The ONE Company, (213) 254-3744
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Buckman Heights
Apartments

EdMcNamara
Prendergast and Associates
503-223-6605
edjmac@teleportxom

Location & Transit Access
430 NE 16th Ave.,Number 12Bus

At A Glance
Ownen BH Apartments, UP
Developer:
Prendergast and Associates, Inc
Financing:
• Permanent Oregon Housing
and Community Services Dept.
• Portland Development
Commission
Construction:
•US Bank Equity

B

uckman Heights is a 3.7 acre
mixed-use redevelopment by
Prendergast and Associates, Inc.
on a site that was formerly used
as a car dealership. A new pocket neighborhood is taking shape with four of five
development phases completed. When the
final apartment building isfinished,the site
will contain 274 units of owner-occupied
and rental housing and 42,000 square feet of
retail and commercial space.
The 144-unit Buckman Heights Apartments
set a new standard for transit oriented
development by combining convenient
access to bus lines and light rail, creating a
pedestrian-friendly design of both the
building and the streets, and adding interior
bike storage facilities.

For residents who sometimes need a car, the
building has a unique partnership with
Car Sharing Portland, Inc, to provide three cars

on site for use by tenants who become
CarSharing members. Cars are available at a
rate charged by the hour and the mile.
The project features amenities such as a
landscaped central courtyard, a central lobby
with a reading area andfireplace,a fitness
room, two sun terraces, secured entrances,
recycling facilities, covered and surface parking,
bicycle rooms, and multiple phone and
computer outlets in each unit. The project
was designed and built with careful attention
to environmentally responsible materials and
technology.

• Key Bank Community
Development Corp.
Contractor: Walsh Construction
Architect:
William Wilson Architects, PC
Landscape Architect:
Murase Associates
Interior Design:
Hills and Associates
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Barbara Lmssen
Metro
linssenb@metro.dst.or.us

Albina Corner, Portland

Transit Corridor
Infill Development
Irvington Place, Portland

Northeast Broadway and 11th Avenue, in the
blocks north of Broadway at NE San Rafael Irvington Neighborhood

This four-story mixed-use residential
building has 44 affordable apartments and two separate duplexes.
The project includes an interior
courtyard open space while still
providing 48 dwelling units per acre.
There are 38 parking spaces which are
shared between the ground floor
bank and day care as well as the
tenants.

Ladd's Addition Bungarows,
Portland
SE 12th at Harrison in Ladds Addition
This project integrates six new
residential units into historic Ladd*s
Addition. Of the six units, four are
attached rowhouses and two have
accessory units over the gara
which are on a rear alley. The site is
10,000 sq.ft.and has a residential
density of approximately 25 units
per acre. The design is sensitive to
the historic neighborhood and has
preserved trees to make the project
barely noticeable as a new building.
Contact: Nanette Watson,
Willamette Valley Development, 5032744796

Thisfive-storymixed use project includes 50
condominiums and groundfloorretail
space. The residential density is 55 dwelling
units an acre plus approximately 10,000
square feet of retail space. The overall mass
of the full-block development responds to
the adjacent neighborhood by lowering the
building height in proximity to the established residential neighborhood to the
north. The retail faces NE Broadway, an
active main street.
Architect: Sienna Architecture Company

Pearl Court Apartments, Portland
NW9thandKearney, PearlDistrict
Located in the Pearl District immediately
north of the heart of downtown Portland,
this project includes 199 apartments including 113 studios and 86 one- and twobedroom units. Project density is 200
dwelling units an acre and is reserved for
residents earning at or below 50% to 60% of
median income ($ 15,000 - 20,000 a year for
one to two people). Rents are $310 - $595
per month.

Hollywood Townhomes, Portland
NE 39th and Hllamook, in theHoliywoodtown
center

These seven townhomes are located on a
15,000 square foot site with a density of 20
dwelling units an acre. Townhome lots
average 2150 square feet on what was
formerly a vacant gas station.
Macadam Village, Portland
SouthwestMacadam at Taylors Ferry Road

This mixed use project is located between a
high volume state highway on the east
(Macadam Avenue) and slopes up to an
established residential neighborhood on the
west. Retail uses front the highway and
include a Zupan's Market, restaurants and
other stores. These 67 market rate rental
units include urbanflatsand luxury
townhomes leasing at $900-1500 a month.
Architect: Sienna Architecture Company
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Chapter Four

Programs

111

ri~Met'$ Regional TDM
program reduces trips by
expanding commute
options for the region and
by providing commuter support
service for areas not served well by
transit. Since 1990, the program has
grown to includeridesharematching
services, technical assistance to
employers, planning and program
assistance for area transportation
partnerships, and newly forming
TMAs. In addition, Tri-Met augments regional TDM programs and
services to help employers and local
jurisdictions comply with regulatory
requirements such as the Employee
Commute Option (ECO) Rule. The
annual program budget is currently
just over $1,000,000, and more than
70% comes from federal congestion
mitigation and air quality (CMAQ)
funds* Currently, program staffing is
about $400,000 for employer outreach
and marketing research staff. Typically,
partnership plans have required a 50%
funding match from private partners*
In addition, each of the involved
organizations commits a significant
level of time to the plan design.
Partnership planstypicallyrequire over
one year from planning to implementation.

Marquara Hill Partnership
Plan
The Marquam Hill Plan involves three
clustered major medical facilities with
over 10,000 employees, students,
patients and visitors each day. Fixedroute transit service from downtown
is frequent and reliable, but typically
requires a transfer and is does not
provide the direct, convenient service
that is demanded Although each
institution had implemented demand
management measures in the past,

Transportation
Demand
Management Program

this was thefirsteffort to create a combined
strategy involving the three facilities, Tri-Met,
and the City of Portland. The Plan
established new express buses, a new
coordinated carpool/vanpool database,
substantially reduced transit passes and an
extensive marketing program using 30%
public and 70% private dollars. In the first
year, trips by employees/students driving
alone declined by 15% and transit ridership
increased by 46%. In the third year of the
program, two additional express routes have
been added and the rate of drive alone trips
continues to decline.

Tualatin Transportation
Management Association
In 1995, the Tualatin Chamber of Commerce Industrial Council working with TriMet and the City of Tualatin, formed a
TDM Task Force to explore transit options
and address growing congestion problems
in an industrial area which is not served by
Tri-Met's fixed route transit system. The
Task Force established a TMA and in May
1997, hired a Program Manager and became
thefirstTMA in the nation to be fully
funded with private dollars. In August
1997, the TMA began providing a variety of
transportation services including a shuttle
service, which was partially funded with TriMet CMAQ dollars, to connect the Industrial District with Tri-Met service in downtown Tualatin.

Lloyd District Partnership Plan
The Lloyd District, a high density employment and residential area, was identified by
the City of Portland for new transportation
strategies to enhance livability, reduce reliance
on the single occupancy
vehicle, attract development,
and prevent traffic congestion. Transit service in the
Lloyd District is both

frequent and reliable, but is designed to target
through or transfer trips rather than directly
serve the growing business and retail core of
the District. In January 1996, the Lloyd
District TMA, Tri-Met and the City of
Portland began work on the Lloyd District
Partnership Plan. The adopted Plan now
provides an employer-based fare program
which supports parking meter installation,
rideshare/bicycle alternatives and transit
improvements. The Plan is a unique
agreement that ties service demand to service
improvements. To date, employers representing about 40% of the total employees in
the Lloyd District have distributed reduced
rate transit passes subsidized by their
employers.

Cedar Mill Partnership Plan
While two bus routes were designed to
provide service to the arterials surrounding
this suburban neighborhood, the circular and
cul-de-sac street pattern made serving most
of this large lot, single family neighborhood
difficult with traditional fixed route service.
As part of the Westside light rail bus start up
plan, Tri-Met and the Cedar Mill community
created a demonstration shared-ride taxi.
Receiving approval from the Amalgamated
Transit Union, a taxi service now provides
service from the neighborhood to five major
destination points in the community,
including light rail. The community,
including local businesses, handled the
marketing and outreach to their neighborhood. The service area is twice as large and
cost almost half as much as what Tri-Met
could have provided with traditional fixedroute buses.

PROCEED with

MOTIO

LLOYD DISTRICT TMA > CITY OF PORTLAND • TRI-MET
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Portland Office of Transportation
503-823-5185
www.tran&cLportianAonus

n 1974, a City staff report
recommended aFareless Square
for transit service covering
Portland's entire Core Business
District (CBD), Following are the
benefits and objectives cited in the
report:
- Promotes transitridingby providing people who do not currently
use transit an opportunity to try it;
Reduces auto generated air pollution by eliminating short auto trips
within the free fare zone;
Helps provide higher mobility and
coordination for travel within
downtown
The Transportation Control Plan
outlined methods for addressing air
quality problems in the Portland air
shed Fareless Square was promoted
as a component of this plan. Other
elements of the plan included the
downtown parking lid and st aggered
workhours* In addition, Fareless
Square was promoted as an element
of downtown revitalization.
Commuters Use Transit
Fareless Square encourages commuters
to leave their cars at home and use
transit by providing alternative
transportation during the day. In
1998, about 23,000 people took TriMet to work in downtown Portland
each day. Once downtown, Fareless
Square offers these transitridersfree
access to business and retail locations.
About 50% of transit riders downtown use Fareless Square service and
about 3,0004,000 trips are made in
Fareless Square each weekday.

Portland Fareless
Square
Business Support
State Implementation Plan
Fareless Square provides an attractive
In the mid-1970's, the air in downtown
downtown environment for businesses to
Portland violated federal health standards
locate. Merchants and business groups in
one day out of every three. To dean up the
downtown Portland feel that the elimination air, the region adopted the Carbon Monoxide
of Fareless Square would have a negative
and Ozone State Implementation Plan (SIP)
effect on their businesses because transit
in 1977. Key elements of the SIP were the
provides an economic and convenient
federal motor vehicle emissions control
alternative to driving downtown. This is tied standards for new automobiles, the DEQ's
to the City's limits on the total number of
vehicle inspection and maintenance program,
parking spaces allowed in downtown.
and the City of Portland's downtown
Instead, transit service carries the increased
parking lid
trips that result from new development and
job growth in downtown. The plan places
Fareless Square was included as an element of
the highest density of development and the
the SIP for two reasons. By offering
greatest restrictions on parking along the
downtown workers and shoppers free transit
transit mall. Fewer restrictions are placed on
service within the CBD, Fareless Square
parking and lower
density development in the areas
of the downtown fcaftfiSy t ?
|}ljl;;!!::ii-'Hiii
that are not as
accessible to
transit as the mall

The City of
Portland has
benefited from
Tri-MetJs service
to downtown and
the Fareless Square
policy. At the
same time, TriMet has benefited
from the City's policies. The growth in
ridership to the downtown which Tri-Met
has enjoyed is directly related to the transit
supportive land use and parking policies of
the City of Portland.

would reduce short auto trips made within
the CBD, thereby reducing air pollution. In
addition, Fareless Square was important for
making the City of Portland's parking
policies work for the public by providing free
intra-downtown mobility to workers and
shoppers who take transit to downtown
Portland. Downtown Portland air has not
violated federal air quality standards since
1984.
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Transit Oriented
Development
Pass Program

S

tudies have shown that the best
time to affect an individual's
travel decisions and transit use
is when there is a change in job
or home location*. For this reason, Tr>
Met set up a pilot program to provide
new transit-oriented developments
(TOD) with transit pass incentives. The
intent was to help attract individuals
that were inclined to take transit, as well
as encourage others to change their
transportation habits by using transit
more often.
The TOD Transit Incentive Demonstration
I^jeatai^ed4j^dential projectsalongli^it
rail that opened close to the timeofWestside
DiTSt^Up.Twooftheproject^
as TODs, were offered transit passes, while
theother 2 non-TODs receivedno incentive
Dependinguponthe developer partnership,
new tenants were provided withfreetransit
passesaspart ofthetenant marketingmateriak
Before, during and after surveys with the
tenants evaluated the effectiveness of this
program.

Time Line
The TOD Pass Program began in September of
1998.Althoughthereare variations
foreachtypeofincentive, the overall program will be
complete in September of 2000. This includes the
time necessary to analyze and survey the program

LaSalle - Beaverton Creek Station - 554 multifamily apartment units - received passes
Amber View- Quatama Station -122
detached single-family homes
Quatama Grossing - Quatama Station - 711
multi-family units

participants & control groups.
Key Findings

Participants
The project participants were chosen based on a set
of established criteria. Among other things, this
criteriaencompassesTOD design elements, unique
and innovative contributions, and project opening
dates. As apilot project, the participants have been
limited to maintain the scope andbudget associated
with research and administration. At theendoftwo
years, TriMet willconductafinalanalysistodetermine
the program's effectiveness and the potential for
future expansion.
Below is a list ofthe surveyed developments and
some of die preliminary results from thefirstfew

InMay199983%oftheOrencorespondents
reported using transit, where only 30% of
them used it prior to the Westside LRT
opening.
FromSeptemberl998toMay99,therewasa
22% increase in the number of Orenco
respondentsthatusetransitforcommuting
purposes.
79% of the LaSalle respondents reported
increasesin transitusage after movingin.
84% ofthe Orenco respondents indicated
that accessto transit was very or somewhat
important intheirdecisionto move to Orenco
(46%very, 38%somewhat).

phases of research.
Orenco Station - Orenco Station - 450 detached
single-family/ townhouse homes - received
passes

This program will serve to:
•

Evaluate the ability of Transit
Incentives to encourage higher
levels of ridership in TODs

•

Highlight unique and innovative
developments that support transit
and pedestrian use through good
design.

•

Advocate new development that
supports and encourages transit
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Employee Commute
Options Program

SusanDrake

503-229-6918.
http:\\ww^

• Adopted July 1996
• Businesses with over 50 employees
Target: 10% trip reduction in 3 years

T

he Employee Commute Options
(ECO) rules (Oregon Administrative Rules 340-03O0800
through 1080) were adopted by
the Environmental Quality Commission in
July of 1996. As part of a federally required
plan, the rules are intended to keep the air
clean in the Portland area through 2006.
The plan, which also includes the Vehicle
Inspection Program and Consumer
Products rules, will prevent illness due to air
pollution, remove industrial growth
impediments, avoid sanctions on federal
transportation funds and reduce traffic
congestion. Approximately 70% of affected
employers have or are in the process of
complying.
An advisory
committee,
comprised largely
of business
stakeholders, met
for a year and a half
before the rules
were adopted. The
biggest challenge
during rule
development was
creating a program
that was equitable
within the business
community, realistic in its goals, yet still
provided a significant, positive impact on air
quality in the region. ECO program is
currently reducing over 18 Vehicle Miles
Traveled annually.
Under the ECO program, employers in the
Portland area with more than 50 employees
reporting to a single work site are required to
provide incentives for employee commute
options other than driving alone. The
incentives must have the potential to reduce
commute trips to the work site by ten
percent within three years. Annual employee

surveys measure progress toward this goal.
Typical incentives offered by employers
include transit subsidies, carpool matching
and preferential carpool parking, bike
programs, compressed work weeks and
telecommuting. Alternative compliance
methods include reducing other vehicle traffic
to or within the work site, reducing air
pollution emissions from non-auto sources
at the work site, or paying afixedfee. New
development may comply by limiting
construction of new parking spaces.
In addition to meeting regional air quality
requirements, the ECO rules are eliciting

many secondary benefits. There is heightened awareness about the impacts of driving
on quality of life, on the ability to transport
goods and people, and on the environment.
Businesses and citizens are becoming more
vocal about their needs and desires regarding
transit service and involving themselves in
the process. Transportation management
associations are forming to help employers
understand and meet their transportation
needs. Employers are initiating policies for
telecommuting and flexible scheduling. In
essence, the culture of the work place is
changing to accommodate the change in
employee commuting behavior.
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Portland Department of Transportation
503-823-5183
www.canharing-fKix.com

Car Sharing,
Portland

C

ar sharing allows an individual to
have the benefits of auto use,
when needed, without the
drawbacks of car ownership
(insurance, maintenance, etc.). Car ownership encourages auto use, however car
sharing promotes auto use as one option
along with transit, carpooling, biking or
walking.
CarSharing Portland operates
in Portland, Oregon.
Members have
access to a fleet
of vehicles
located close to
their homes or
work, and they
pay only for the
amount they
actually use-as
little as one hour
at a time. The low hourly
and mileage fees include insurance,
gasoline, repairs and maintenance - there are
no hidden costs or minimum fees. When
members want to use a car, they simply
make a phone call to reserve a car for future
use or find out if one is available for the
length of time needed. Members must call
before using any car, otherwise another
member who made reservations may be
stranded.

To use the car, members simply walk or bike
to the location, typically 3 to 5 blocks away,
use an access key and drive away. At the end
of the trip, they return the car, lock it up and
they're done. They pay only for what they use.
Members have access to any vehicle in the
fleet.
Operating less than one year, CarSharing
Portland is growing in membership. The
developer for Buckman Heights
apartments recently
agreed to purchase
three cars for
CarSharing
Portland and
house them at
the complex
as an amenity
for tenants.
A team of
Portland area transportation and environmental organizations came
together to initiate car sharing in this region.
A market feasibility study and business plan
funded by Oregon Department of Environmental Quality showed that car sharing
would be viable in the Portland area market.
CarSharing Portland received a competitive
contract from DEQ to start operation and
provide extensive evaluation over a year's
time.

community building sourcebook, portland, Oregon: September 1999 |

4-5

Crystal Atkins
Project Manager
Portland Office of Transportation
503-823-5163
www.trans.ciportlancLonus/
TrafficJManagement/Trafficcalming

Portland Traffic
Calming Program

T

ie Portland Traffic Calming
Program supports the policies of
the Comprehensive Plan and the
Transportation Element which
call for protection of residential areas by
reducing speeding on local streets. Staff
members work to improve neighborhood
livability in Portland neighborhoods by
helping residents address traffic concerns
related to safety, speeding and excessive
traffic volumes on local streets and neighborhood collector streets. This is done
with traffic management plans and the
construction of traffic management devices.
Speed Watch
The program's Speed Watch activities
encourage citizen involvement and provide
education to residents and motorists
regarding traffic safety and speeding issues.
Volunteers are trained to use radar guns and
learn about the dangers of speeding on their
streets. Letters are also sent to motorists
who exceed the speed limit. This program
is supported by general transportation
revenue, with a portion provided through a
cash transfer with the Autoport for the
Speed Bump Program. Fees generated
through public requests to install "Slow
Down For Kids' Sake" banners help to pay
labor costs associated with installation of
the banners.
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City of Portland
Bike Program

Portland Department ot Transportation

www.trans.ci.portlandor.ixs/
*
Tra£EcJManagement/Bicycle_Program

T

ie City of Portland Bicycle
Program works to make bicycling
an integral part of daily life.

Founded in the 1970s to respond to a
pioneering state law requiring a minimum
one percent transportation expenditure on
bicycles and pedestrians, Portland's Bicycle
Program relies heavily on resident input and
activism. Its main focus is implementing
the Bicycle Master Plan, adopted in 1996 by
the City Council. Specifically, the Master Plan
calls for a comprehensive network of
bikeways; end-of-trip facilities such as bicycle
parking and showers; bikeway maintenance;
safety education; and promotion of cycling
as a means of transportation.

Portland is known nationwide for its creative
implementation of bikeways on existing
roadways; its innovative Bike Central
program; its partnership with local businesses and community groups; its experimentation with European safety features
such as colored pavement markings; and its
success at increasing bicycle use. Portland has
implemented over 200 miles of bikeways,
along with thousands of bicycle parking
spaces; five Bike Central stations; and a
progressive bicycle safety program for area
children.
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Portland Yellow
Bikes Program

Yellow Bikes Program
503-280-9648
www.c2.com/ybp

T

he beauty of the Yellow Bikes
Program lies in its simplicity. Free
community bikes go on the street
and people use them. The bike
provides a healthy transportation alternative,
a fun and useful resource, and a wise way to
use old bikes that otherwise go to scrap.
The program also builds hope and trust
among residents of the city. Sharing
resources, such as Yellow Bikes, builds a
positive interaction that fosters a sense of
community.

while they develop mechanical skills and
participate in a fun group activity. CCC
already draws groups of volunteer mechanics
to the shop with weekly bike mechanic
sessions each Wednesday evening.
With community partners like the Urban
League, Self-Enhancement, Inc. (SEI) and the
Blazers Boys and Girls Club, CCC provides
activities for kids through the Yellow Bikes
Program. Avenues are already established for
accepting referrals from the new Community
Court system.

Free community bikes are distributed
in clusters around the city for use by
the general public. CCC also donates
bicycles to social service organizations
for distribution to low-income
residents or clients. All bikes are
assured to be mechanically safe and
ridable when released. With 120
bikes currently on the street,
additional bikes will be released on
Hawthorne Boulevard under a
sponsorship program. Businesses
and individuals are encouraged to
sponsor yellow bikes.
The Yellow Bikes Program is seen by many
as an achievement for the people of the city.
This may explain why the program has
generated so much enthusiastic media
attention across the country. Portland's free
community bike program has served as a
model for numerous similar programs in
other cities and smaller towns.
Making the program work requires active
commitment and cooperation of volunteers
and local organizations. The preparation
and repair of the bicycles provides opportunities for children and adults to work
together for a worthwhile community goal

Monitoring Yellow Bikes on the streets to
pick up wrecks and flats is an ongoing
challenge and a significant part of the total
program. A decal on each bike encourages
people to call in the location of bikes in need
of repair. Volunteer teams pick up bikes and
make necessary repairs before returning them
safe to the streets. This phase of activity in
the Yellow Bikes Program provides another
opportunity for pairing youth with team
leaders to complete a project goal.

community building sourcebook, portland, Oregon: September 1999 |

4-8

Oregon Transportation
& Growth
Management Program

Conservation and Development

I

nitiated in 1993, the Oregon Transportation and Growth Management
(TGM) program is a joint effort of
1
the state departments of Transportation and Land Conservation and Development. The program helps local governments manage the effeas of growth and is a
key component of the Governor's efforts to
promote quality communities throughout
Oregon. The program's chief source of
funding is the federal Intermodal Surface
Transportation andEfficiency Act of 1991
(ISTEA).

• Education and Outreach. The program
offers workshops throughout the state,
supports the Governor's Livability
Awards, and publishes handbooks and
case studies. Some titles include:

Program Components
• Grants and Technical Assistance to Local
Governments. The TGM grants have
been used to develop transportation
system plans, modify land use plans,
clarify working agreements between local
governments, and improve development
codes. TGM staff provide individual
assistance to local governments regarding
land use and transportation planning
issues.

Quick Response Teams. The TGM
program contracts with specialists in
planning and urban design to provide
rapid response to development proposals. This service is available to developers
and communities confronting urban
design and regulatory problems.
Smart Development Code Assistance.
TGM staff and consultants work with
local governments to revise development
code language to foster compact pedestrian, bicycle, and transit friendly develop-

- Smart Development Code and
Handbook
- Tools of the Trade
- The Principles of a Balanced
Transportation Network
- Planning for Residential Growth in
New Areas
Program Successes
Between 1993 and 1999, the TGM program
funded over $6.7 million in grants to local
and regional agencies in the Portland
Metropolitan Area. Grants range from
$12,000 to $223,000 for an average of 37
grants each biennium to 27 cities, counties
and regional agencies. Projects included
Town Center Plans, Transportation System
Plans, Main Street Plans, Parking Management Plans, Regional Center Plans, Pedestrian Plans, Educational Handbooks,
Development Plans and Capital Improvement Plans.
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Robin McArthur-Phillips
Land Use and Transportation Advisor
Governor Kitzhaber's Office
503-378-3589 x836
robin.mcarthur-phillips(^tate.or.iis

Governor's
Community
Solutions Team

O

ne of Governor Kitzhaber's
top priorities is to build quality
communities throughout
Oregon. The Governor is
committed to doing this in two ways:
integrate state agency actions to make
strategic use of limited public dollars and
create new partnerships among public and
private sector interests to ensure that these
dollars address shared interests and concerns.
The Governor established the Community
Solutions Team, comprised of the directors
of five state agencies including:
• Department of Transportation
• Economic Development
• Housing
• Environmental Quality
• Land Conservation and Development
to coordinate state agency programs,

investments, and actions consistent with
state and local growth management
objectives. The team works collectively
with communities around the state to
identify development issues and problems.
Recently, the team worked with public and
private entities to help revitalize a main street
in northeast Portland. Martin Luther King,
Jr. Boulevard had experienced almost 20
years of decline prior to recent resurgence of
community interests that spawned a
revitalization effort. To contribute to this
renewal, the Community Solutions team
provided funds for business expansion,
housing rehabilitation and new construction,
made roadway improvements to accommodate on-street parking and left turn lanes,
and inventoried potential sites for development.
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Bill Hoffman
Pedestrian Program Manager
Portland Office of Transportation
503-823-7219
billh@syseng.ci.portland.or.us

Portland Pedestrian
Transportation
Program
i Pedestrian Transportation
Program was established in 1992
as part of the city's effort to
provide residents and visitors
with accessible, available transportation
alternatives to driving alone. The goal of
the program is to ensure that Portland's
walking environment provides the foundation to build community in the city. The
program ranges from small-scale, site
specific work, like installing a curb ramp, to
large-scale corridor-wide
planning and implementation projects. The program
focuses on:

range of design criteria and practices for
elements in the public right-of-way. It seeks
to place pedestrians on equal footing with
other transportation modes and promote a
better walking environment. The guidelines
were developed with the assistance of
affected city bureaus, other agencies interested
in theright-of-way,and citizen working
groups. The guide is issued under the
authority of the City Engineer.
Contact Ellen Vanderslice at:

• policy and research
• project planning, design
and construction
• education and outreach
Portland Pedestrian
Master Plan
The Pedestrian Master Plan
is a twenty-year vision for
increasing opportunities to walk in the City
of Portland, Oregon. The plan includes
policies, street classifications, a list of 159
capital projects, and strategies for funding
the estimated $120 million cost of the
recommended projects. The Pedestrian
Master Plan project began in September,
1994, and thefinalplan was adopted by
Portland City Council on April 22,1998.
Contact Ellen Vanderslice at:
ellen@syseng.ci.portland.or.us
Portland Pedestrian Design Guide
The Portland Pedestrian Design Guide
establishes guidelines that integrate a wide

ellen® syseng.ci.portland.or.us
Pedestrian Access to Transit Planning
and Design Study
This study establishes a planning and design
framework to increase transitridershipby
improving pedestrian access to transit. It
analyzes factors that influence the use of
transit and provides a set of design improvements that have the potential to enhance
transit access. The study also identifies target
areas with the best opportunity to increase
transit use, as well as design ideas for
prototype projects targeting areas within the
city.
Contact Chris Armes at:
armes@syseng.ci.portland.or.us
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MaxyPriester
Tri-Met
503-962-2291
PriesteM@tri-met.org

Westside Light Rail
Art Program
Westside MAX art program
has added the vision of 23 artists
to the design of Westside MAX.
Over 100 art elements are
installed. Each station was designed to bring
individual identity to the 20 new stations
and honor the history, culture and landscape
along the line.

There were initial skepticism and political
hurdles to cross. However, the project stayed
on track with unwavering support from
upper management. Today, Tri-Met has a
policy to allocate one and a half percent for
art which will be used for the light rail
extension to the Portland International
Airport.

The art program was created to help leverage
and maintain community ownership,
stewardship, and respect for each station.
Throughout the process, there was great
community involvement and support.
Two citizen advisory
groups were given sole
authority to review and
approve artwork.
However, numerous
community and citizen
groups were given
presentations of the
early proposals, so that
the artwork would be
an accepted part of the
WS design. The chosen
artists were involved in
the design process from
as early as 30%finaldesign. Artists worked
side by side with architects throughout the
design of both Westside and Hillsboro.
They continued their involvement through
construction, overseeing the construction
and/or installation of the artworks.

Much of the success of the art program will
be measured in terms of public acceptance,
reduction of vandalism, and decreased
maintenance needs.

Tri-Met successfully integrated art into the
architecture and stations. The program
stayed within budget and never delayed
construction. Public response, however, will
ultimately determine the program's success.

When the Westside Light Rail Art Program
began, Tri-Met had no formal requirement
to reserve funds for art, as a percentage of
the project cost. The art program was
initiated early in 1992, with the appointment
of the citizen advisory committees and
selection of artists. Using other onepercent-for-art programs as a measuring
stick, a budget of $3 million was identified.
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System
Development
Charges for TOD

Rebecca Ocken
City of Gresham
503-618-2756
ocken@ci.gresham.or.us

T

he Street System Development
Charges, known as the Traffic
Impact Fee, helps fund roadway
improvements to ease congestion
problems throughout Gresham. This fee is
calculated based on how many peak hour
trips the new development will generate.
An automatic 26.9 %
discount is available as
an incentive to locate
new development in
the pedestrian and
transit districts. New
community services,
commercial, industrial,
and mixed-use
development that
front designated transit
streets outside of
transit and pedestrian
districts receive an
automatic 10%
discount.
A Transportation
Demand Management
program is available to
all new development. This program
encourages reduced trips during peak hours
by using other modes of transportation,
and by generating trips during alternate
hours.
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MarcGuichard
Metro
503-7974944
guichardm@metro.dst.or.us

Timeline
December 1991:
Program First Proposed Locally
March 1995:
FTA Issues Memo on Statutory
Authority to Fund Joint Development
Activities
April 1995:
Regional FlexibleFunds Designated for a
TODProgram
March 1996:
FTA Issues New Joint Development
Policy
June 1996:
Metro Applies to FTA for a Grant
June 1997:
FTA Approves Metro Grant
April 1998:
Metro Council Approves RFP & Start-Up
Activities
May 1998:
Six RFP Submittals
July 1998:
First TOD SitePurchased
February 1999:

First TOD Sitesoldto Developer

T

TOD
mplementation
Program

he Portland metropolitan region's
adopted growth management
plan (The 2040 Growth Concept)
calls for the region to grow up
rather than out into farmland and
open space. Specifically, the plan
limits expansion with an Urban
Growth Boundary (UGB) and
focuses growth around transit.
The Transit-Oriented Development
(TOD) Implementation Program
causes the construction of transit
villages and projects that demonstrate TOD concepts at light rail
transit stations throughout the
Portland region. These compact,
relatively dense, mixed-use, mixedincome developments concentrate
retail, housing and jobs in pedestrian-scaled urban centers, increase
non-auto use (transit, bikes,
walking) and decrease regional
congestion and air pollution.

surrounds light rail stations in order to help
shapecommunity servedby transit(as stated in
current FTA policy on joint development.)
At a regional level, any type of public-private

1GRAM
IMPLEMENTATION PROGRA

Independent studies indicate that a TOD
will reduce congestion and air pollution by
up to 30% compared with typical suburban
development and that joint development is
8 to 14 times more cost-effective than new
rail starts or extensions. TOD Program
projects will substantiate or refute these
findings.

partnership in which the public sector invests
specifically for the benefit of the private
development—even if that private development has myriad public benefits—may be
politically sensitive. At the local level, issues
associated with TODs such as increased
densities and mixed uses can be perceived
negatively by stakeholders adjacent to a
project.

Attheproject level, TODs faceconsiderable
The TOD Program iTt-ilt7Ps ske control, financial financial andmarket hurdles. Three specific issues
participation and other "joint development"
that must be addressed in the planning, design,
tools. It operates through a series of cooperative construction andmarketingof most TOD
agreements between the region's elected regional projects are designing cost-effective buildings over
government (Metro) andlocal jurisdictions or
35 units to the acre, securingconstruction and
private developers. It is funded with federal and long-term debtfinancingformixed-use elements,
local transportation funds.
and the location and amount of parkingto
provide.

Program Issues
At the Federal level, officials are just
beginning to understand the need for
financial participation in development that

The TOD Program is currently working on nine
projects. Projectedfinancialpaiiidpationranges
from $50,000 to $2,000,000 per project.
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Poland Development Commission
503-823-3361
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ctwete@dportlanddev.org

Selected CMAQ-TOD projects
Belmont Dairy
$300,000 pedestrian improvements,
housing supplement
Fairview Village
$370,000 pathways, lighting, pedestrian
bridges, bus stops
Gresham Central
$330,000 promenade, storm sewer,
housing supplement
SteelePark
$300,000 pedestrian friendly street wall
172nd and Burnside
$100,000 housing supplement
GreshamCivic Neighborhood
$700,000, LRT stationfinishingsand
infrastructure
Orenco Station
$500,000 pedestrian enhancements to
LRT station, crossing
BuckmanHeightsApartments
$100,000 paving, landscaping and
street-scape furnishings
The Round at Beaverton Central
$445,000 pedestrian esplanade

CMAQ-TOD
Program

) implement a strategy to reduce
motor vehicle emissions and
promote the redevelopment of
key metropolitan area transitoriented sites, the Oregon Department of
Environmental Quality (DEQ) received $3.5
million in Congestion Mitigation Air
Quality (CMAQ) funds to conduct a Transit
Oriented Development
(TOD) Program in the
Portland metropolitan area.
A primary goal of the
CMAQ-TOD Program is
to demonstrate how welldesigned, transit friendly
projects can improve air
quality and reduce automobile congestion. It is
estimated that aggressive
regional application of
transit supportive development projects may result in
afivepercent reduction in
total emissions in the
Portland metropolitan area over the next
twenty years.
Selection Process
A Steering Committee was created to
oversee the process involving agency
directors and top management from the
state offices of Land Conservation and
Development, Transportation, Environmental Quality, Economic Development
and Housing along with Metro, the region's
MPO, and Tri-Met, the regional transit
agency. The Program was managed by the
Portland Development Commission. In
two separate funding cycles held in mid1994 and early 1996, the Steering Committee
selected nine projects through a Request for
Proposals (RFP) process to receive approximately $3.1 million. Use of the funds was

subject to a federal determination of
eligibility for CMAQ-TOD funding by the
Federal Highway Administration (FHWA) in
cooperation with the Federal Transit Administration (FTA). Program funds were used to
acquire land, and design and construct public
transportation amenities.

Projects were selected for funding based on
their ability to meet program goals including:
• emissions reduction as determined by Metro
• higher densities than comparable projects
• lowerparkingratios
•mixed use
• connectionsto transit
• proxirnitytoothersuprx)rtiveusessuchas
shopping, services and entertainment
• market andfinancial viability of the
development proposal
• development team qualifications
•schedule,
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Mike Saba, Planning Bureau
503-823-7838
msaba(gfci.portland*oi\us
Bruce Wade
Portland Development Commission
503-823-3278, bwade@portlanddev.org

Portland TOD Tax
Exemption Program

T

he 1995 Oregon State Legislature
amended legislation on the Core
Area Tax Exemption to include
transit oriented developments
(TODs). The legislative purpose is to
promote higher density residential and
mixed use development near major public
transit facilities.
The City adopted this local option program
in October 1996, guided by the following
adopted policies:
• Livable City Housing Initiative, which
established a goal of 50,000 new housing
units in the City within the next twenty
years.
• State Transportation Planning Rule to
reduce single occupant vehicle miles
traveled.

The exemption benefit amounts to a ten year
abatement of property taxes that would
otherwise be assessed against the improvement value of a qualifying development.
The land value continues to be subject to
property taxes. After the ten year exemption
period, the full value of land and improvements is assessed. In return for this
incentive, the project must provide public
benefits which can include increased
affordability, housing for special needs
populations, units with three or more
bedrooms, child care, higher unit densities,
ground floor commercial space, community
rooms, recreational facilities, or other transit
supportive design elements.
As of July 1999, six projects containing 755
rental units have been approved under this
program.

• Region 2040 Framework
Plan to promote increased
densities within the Urban
Growth Boundary in
strategically designated
Town Centers and Transit
Corridors.
• Consolidated Plan policies
to promote the construction of lower and moderate income mixed use
development.
• Southeast Community
Plan policies which
designated Town Centers, Transit
Corridors, and Main Streets, and established residential and mixed use zoning
to promote transit supportive densities
of at least 35 units per acre.
The purpose of this program is to replicate
the successful application of this tax
incentive in the Central City in other areas
that could benefit from higher density and
mixed-use development near major public
transit investments such as light rail lines.
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503-681-6146
www.ci.hillsboro.or.iis

Hillsboro Local
Improvement
District
portion of Hillsboro's Central
Business District (CBD) is being
revitalized through the
immunity's investment in new
infrastructure improvements at the heart of
downtown. The project area is located along
Main Street between First and Fourth
Avenues and along Second and Third
Avenues between Lincoln and Baseline
Streets. These improvements match the
street improvements that were constructed
by the Westside Light Rail Project which
parallels Main Street one block to the south.
Connections to Light Rail
Although several downtown property
owners already had benefited from the
upgraded light rail frontage improvements,
they voluntarily participated in the formation of a local
improvement
district (LED).
They saw the value
of a cohesive
downtown retail
and commercial
district visually
linking the main
retail street with
light rail.
The Project
The new streetscape reflects a coordinated
effort between downtown property owners,
merchants, design consultants, and city staff.
Brick patterned sidewalks are complemented
by street trees and antique acorn style
luminaires accented with hanging flower
baskets and banners. Intersections are
narrowed with large landscaped sidewalk
bulb-outs connected by red paved crosswalks. Mid-block benches, trash receptacles
and drinking fountains provide a pedestrian
friendly atmosphere. The City's planned
capital improvements include street

construction, water line replacement, sanitary
sewer rehabilitation, and storm sewer
modifications.
Time Line
The project encompassed years of planning
by the Downtown Business Association
(DBA), the Chamber of Commerce and the
City of Hillsboro. The time line established
for the improvements assured completion
before light rail service opened to downtown
Hillsboro in September 1998.
The U D was formalized by the Hillsboro
City council in August 1996, the contract was
awarded in June 1997, and construction was
completed by the summer of 1998. The
total construction contract was $3.8 million,
with a maximum of $1.6 million for
assessable LID
improvements;
the rest was
funded
through
various capital
improvement
accounts.
The enhancement of
downtown
Hillsboro can
be credited to a strong commitment to open
communication and the continuous efforts
and patience of downtown merchants and
property owners; city, county and light rail
staff; and the public at large. These improvements have established the character of the
CBD and a framework for future downtown
development in accordance with the Downtown Hillsboro Light Rail Station Community Plan.
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Gresham TOD
Property Tax
Exemption

Jonathan Harker
City of Gresham
503-618-2502
harker@ci-gresham.or.ti$

T

i e purpose of this property tax
exemption is to encourage transitsupportive housing and affordable
mixed use projects on vacant or
underutilized sites within the city and within
walking distance of transit.
Eligible Projects
All projects must meet the following
conditions:
• Minimum 10 units
• Rental or owner occupied multiple-unit
housing, minimum 35 (rental) or 24 (forsale) dwelling unit per acre or district
minimum, whichever is greater (may
include structured residential parking)
• Mixed use projects with ground level
commercial uses minimum 20 (rental) or 18
(f or-sale) dwelling unit per acre average or
district minimum commercial 0.25 floor
area (may include structured residential
parking).
Key Approval Criteria
1. Crime Prevention Plan that incorporates
site design that avoids dangerous situations, increases visibility and increases the
chances of being helped through appropriate site design considerations. Every project
must include enhanced Crime Prevention
Through Environmental Design
(CPTED), a security program and a
maintenance plan. The plan must be
developed by the applicant and Gresham
Police and must be recommended by the
Police Department.
2. Design elements benefiting public projects
must include one or more of the following
design elements that benefit the general
public, in addition to any design review or
other development requirements:
• Parks or public open spaces such as a
landscaped plaza

• Public meeting rooms and offices
• On-site day care open to general public
• Enhanced transit or pedestrian access facilities
• Ground-floor commercial use which serves
residents, neighbors and transit riders.
3. Housing accessible to a broad range of the
public (required by State statute). The
following elements are guiding principles
that also meet City goals for the Downtown
and Civic Neighborhood districts and
Gresham's 2040 Regional Center and
include:
• Mixed use projects of residential and
ground floor commercial
• Affordable housing
• Special needs housing
• Mixed-income housing
• Residential density ofat least 50 units per acre
• On-site day care open to general public.
4. Demonstrate that property tax exemption is
necessary to achieve the proposal including
the costs incurred by program requirements.
5. Convenient access to transit
Application
• Council approval
• Pre-appHation conference required, with
$100fee.
• Application Fee of $1,800.
Property Tax Exemption
• Projects granted exemption must be
constructed by January 1,2006. Once
construaed, the tax exemption is allowed for
ten years. Following this, theproperty goes
on the tax rolls. Only improvements are
exempted, not land.
• With County endorsements the estimated
property tax exemption amount is $10.01
per $1000 or assessed value.

community building sourcebook, portland, Oregon: September 1999 |

4-18

Ralph Austin
Executive Director
InnovativeHousing,Inc.
503-226-4368

* Mixed Income Financing
• High Density TOD Products

• Privately Financed

Arbor Vista
Development
Model
Project Model
The Arbor Vista development model is a 40/40
split between market-rate units and first-time
homebuyer units affordable at 80-100% of
median income. Traditional developer profit on
the market-rate units is used to off-set lower
prices on thefirst-timehomebuyer units. The
non-profit breaks even on the land, collects a
development fee, and holds second mortgages
on the affordable units to retain the
development value overtime. The second
mortgages are equal to the difference between the
market rate units and the subsidizedprice. The
mortgages do not amortize, but accrue an
appreciation share and principal that is due upon
sale. Upon sale, the non-profit can chose to
transferthe second mortgage to anew income
eligible buyer, or it can cash out the second
mortgage and use it to capitalize new
development. The portfolio of second
mortgages can also be used as collateral for other
projects (it makes the organization more
bankable). A grand vision of the model can
foresee creating a self-sustaining non-profit
that needs no external subsidization when
enough volume is developed and second
mortagages begin to "mature" and are repaid.
Success of the Model Elsewhere
The model is new to Portland, but variations
have been used successfully in other markets that
Portland is beginning to resemble. Bridge
HousingintheBay Areais one example. They
build mixed-income housing and are one of the
country's largest developers as anon-profit. The
model also breaks with Portland and non-profit
"orthodoxy" in several ways. It is not necessarily
committed to long-term affordabilty in a specific
unit and it serves a slightly higher income range
(in the Goose Hollow case, up to 100% of
median income). In this sense it represents more
a"thirdsector" model rather than atraditional
non-profit model.

Applications of the Model
It is important to note that the model does not
work for every site because it is sensitive to submarket conditions. There must be sufficient
market demandforhighdensity condominiums
on the site, and the market prices must support
the "affordable" units.
Inorderto assure that theproject doesn't become
a glorified rental, thepurchasers ofthe affordable
units are offered an appreciation share in
proportion to their investment (this can be
formulated/structured in a variety ofways). The
model competes well against for-profit
development, in the eyesofalender, because the
lower prices on the affordable units reduce market
absorption risks, and the model defers the
"profit" through the secondmortgages in away
that theprivatesectorisunwillingto typically

forego..
Non-Profits and the Competition for
Subsidies
When IHI embarked on new multi-family
development approximately ten years ago, there
were significantly fewer non-profit organizations in
thePortlandarea,let along non-profits who
possessed the capacity to sponsor larger projects.
Competition for tax credits wasweak. There wasa
more even balance between subsidy dollars
(almost all of which are targeted to < 80% of
median income andbelow, most < 60%) and
nonprofit capacity to buildprojects.
The environment has diangedc^amatically. There
are substantially more non-profit housing groups,
and their capacity to develop has increased. There is
more demand now for a shrinkingpool of
subsidy dollars than ever before. Competition for
tax credits in intense. Housing affordable to
households < 80% of median needs subsidy, and
there is clearly not enough subsidy available to
meet the demands of this population. However,
there is more than enougji non-profit capacity to
use the subsidy dollars that are available.
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Business Energy
Tax Credit
Program

KathyKing
Transportation Program Manager
Oregon Office of Energy
(503) 378-5584
A.KathyJKmg@state.or.us

P

rotecting Oregon's environment is
a high priority for Oregonians.
That's why the Oregon Legislature
created the Business Energy Tax
Credit. Administered by the Oregon Office
of Energy, the tax credit encourages
investments in energy conservation,
renewable energy resources, recycling, and
less-polluting
transportation fuels.
Any Oregon business
may qualify. Projects
may be in office
buildings, stores,
apartment buildings,
manufacturing plants,
or in transportation.
Projects must be
located in Oregpn and
companies must apply
for the tax credit
before they start the
project.
The Business Energy
Tax Credit is 35
percent of eligible
project costs, taken overfiveyears; 10
percent in the first and second years and 5
percent in each remaining year. The eligible
cost for a single project may not exceed $2
million. The Oregon Office of Energy may
award tax credits for up to $40 million in
projects each year and may target technologies that are most in need of incentives.
Transportation projects that reduce
employee commuting or work-related travel
and investments in cleaner-burning
transportation fuels are targeted projects.
Three targeted projects are:
• Telework (also called telecommuting) is
working at locations other than the
traditional workplace one or more days a

week. Businesses can get a tax credit for
purchasing and installing new or used
equipment that allows an employee to
telework. Computers, fax machines,
modems, phones, printers, software,
copiers and other equipment necessary for
telework are eligible for the tax credit. The
employee must telework at least 45 days
per calendar year.
Projects that reduce
work-related travel by
25 percent also are
eligible.
• Employers that
subsidize transit passes
for employees or
provide vehicles for
vanpoolingor
carpooling are eligible
for the tax credit.
Employees must use
transit at least 45 days
per calendar year or
participate in a group
pass program. Vehicles
for employee commuting must be used at
least 150 days per
calendar year.
• Companies that own at least three vehicles
for business in Oregon can get a tax credit
for buying a vehicle that uses an alternative
fuel or for converting a vehicle to use an
alternative fuel, such as electricity, natural
gas, propane or biodiesel. The tax credit is
35 percent of the cost of the alternativefuel features for a new vehicle or the cost
of conversion. Installation of an
alternative-fuel fueling system or charging
station is also eligible.
To date, more than 4,800 energy tax credits have
been awarded to Oregon businesses. Altogether,
those investments save or generate energy worth
some $90 million ayear.
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Metro
503-797-1850

Open Spaces Hotline: 503-797-1919
www.metro-region.org/parks/
parks.htm

Metro Regional Parks
and Greenspaces

M

etro Regional Parks and
Green spaces serve to
establish and maintain a
1
regional system of interconnected natural areas, parks, trails and
greenways forfish,wildlife and people that:

space in 14 regional natural areas and six
regional trail and greenway projects, all of
which were identified in a $135.6 million
bond measure approved by voters in 1995.
As of June 30,1998, Metro has acquired
3,414 acres, including 20 miles offish-bearing
streams.

• Provide access to nature
• Sustain natural systems through
a cooperative process involving
citizens, local governments and
private interests
• Help protect natural resources, air
and water quality for future
generations
• Provide educational and recreational opportunities that inspire
responsible stewardship of
natural resources
Metro Regional Parks and
Greenspaces manages about 7,500
acres at a variety of regional parks,
marine parks and natural areas.
Metro Regional Parks include Blue
Lake Regional Park, Oxbow
Regional Park, Glendoveer Golf
Course and Howell Territorial Park.
Metro manages four marine parks
that include Sauvie's Island Boat
Ramp, M. James Gleason Boat
Ramp and Oregon's largest public
marine park—Chinook Landing on
the Columbia River. Metro also
manages natural areas such as
Smith&Bybee Lakes Wildlife Area
and Beggers-tick Wildlife Refuge.
Metro is working with local park providers,
schools, businesses and citizen groups to
assure that the region offers access to nature
and adequate park and recreation services,
and protects the region's natural resources.
Metro's goal is to acquire 6,000 acres of open
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Rosemary Furfey
Metro
503-7974888
furfeyr@metro.dst.ontis

Metro Water
Quality Program
Regional Stream and Floodplain
Protection Plan
Land Use Strategies to Protect Water
Quality and Flooding
Metro adopted the Regional Stream and
FloodplainProteaion Plan on June 18,1998
as part of its Region 2040 Growth Management Plan. Working with representatives
from the 23 cities and three counties in the
Metro region, the plan was developed over a
three-year period to address water quality
andfloodmanagement problems. The plan
has three parts:
• performance standards or goals that local
governments will be asked to achieve
• maps identifying where stream, river,
wetland andfloodplainprotection
areas are located
• a model ordinance, which provides cities
and counties an example of one
way to meet the plan's goals.

Metro worked with its regional partners,
citizens and special interest groups
to identify actions to address water quality
and flooding. The key elements of
the plan require:
• the protection of vegetation along rivers,
streams and wetlands
• balanced cut andfillin the 100-year FEMA
floodplain
• erosion control from all new development.
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Portland Sustainable
Lifestyle Campaign

MicWIDowd

B

lock by block, neighborhood by
neighborhood, the Portland
Sustainable Lifestyle Campaign is
working to improve the environment and strengthen neighborhood
communities. Sponsored by the City of
Portland, the Sustainable
Lifestyle Campaign, also
known as the EcoTeam
program, helps neighbors
get to know each other and
supports them in living a
more earth-friendly lifestyle.

Five or six households —
an EcoTeam — meet eight
times over a four-month
period, with the help of a
step-by-step workbook and
a trained volunteer coach.
Choosing from a menu of
practical actions, members
support one another to
reduce waste, use less water
and energy, buy ecowise
products, drive less and
invite other neighbors to
get involved More than
increasing awareness, the
Sustainable Lifestyle
Campaign enables people
to change the way they
live—measurably. On
average, EcoTeam households send 50% less
garbage into the waste
stream, use 26% less water and 8% less
energy, cut 16% of their CO2 output, reduce
auto emissions by 18% and have annual
savings of $200-$400. Best of all, however,
is the greater sense of community that team
members experience as a result of sharing in
a meaningful way. This helps create a
friendlier, safer neighborhood for all. Many
EcoTeam members enjoy sharing pot-luck
meals, books and tools, and some garden
together, carpool and/or trade child care.

The Portland Sustainable Lifestyle Campaign
is part of an international effort to create
strong, healthy communities and support
people in living environmentally sustainable
lifestyles. Campaigns are held in Belgium,
Denmark, Finland, Ireland, Japan, Korea, the

Netherlands, Norway, Poland, Russia,
Slovenia, Spain, Sweden, Switzerland and the
United Kingdom, and the United States.
The goal of the Portland campaign - the lead
US campaign - is to reach critical mass, or
15% of the households in 15% of the
neighborhoods, within the next three to four
years.
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Green
Neighborhood
Network

Rob Bennett
Portland Energy Office
503-823-7222
bennett@ci.portlandor.us

T

he Green Neighborhood
Network (GNN) is a partnership
of sixteen public and private
organizations partnering together
to help Portland's Hollywood area residents
and businesses reduce operating costs,
enhance the natural environment, and make
the best use of natural resources. The twoyear pilot effort is staffed by the City of
Portland Energy Office.
One of the objectives of GNN is to
show a global benefit from local
actions. A global benefit comes from
reducing the atmospheric levels of
greenhouse gases such as carbon
dioxide. Reducing the use of fossil
fuel and planting trees and shrubs,
reduces global warming and improves local air quality.
Neighborhood Enhancement
Fund
GNN has established a Neighborhood Enhancement Fund that
supports community-based partnerships that promote resource efficiency
or enhance the natural environment.
The funds are available for projects
within the Hollywood neighborhood. In 1998, a total of $6000 is
available for these projects, with a
limit of $1500 per project. Example
projects include community planting,
roof drain system disconnections,
creating community gardens, energy-saving
products, recycling and waste prevention
projects and water conservation projects.

GREEN
NEIGHB^RHi .
NETWORK
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Chapter Five

Organizations

Tri* t
Strategic Planning
www.tri-met.org/statplan.htm
C7

. . • ..X.

Tri-Met

p| . |

Westside MAX only the latest
chapter for Tri-Met
September 1998 opened thelatestchapter
for Tri-Met and communities it serves.
Tri-Metisamunicipalcorporation
established to provide public
transportation within thethreecounty area
of the Portland metropolitan region.
Ridership growth
Withtheopeningof the 18-mile Westside
MAXlight rail extension and increased
busservice, annual TriMet ridership
continues to grow. The agency now
provides around265jOCX) transit trips on
an average weekday. This representsa 13%
increasefromthe previous year. Solid
ridership on thecombined east-west
MAX, now with more than 60,000
averageweekdayboarding,hasexceeded
projections since the openingof Westside
MAX, One noticeablegainhasbeen in
non-commuterridership-peopleare using
MAXforrecreational or shopping
destinations. Bus,paratransitand
weekendridershiphaveallexperienced
healthygains;combined Tri-Met bus and
light railridershiphas increased
continuouslyforoversixyears.
Westside MAX and service
improvements
WestsideMAXexpanded the light rail
systemto33 miles, from Gresham,
througgPortland,to Hillsboro). Working
with neighbors andmajor employers to
design transit connections which suit
them best, TriMet reconfigured bus
serviceon the westside to linkMAX with
surrounding communities. Allowing
convenient accesstotransitformany
people for thefirsttime, newMAX service
and new and improved bus service
represents a46% Increase inservice for the
regions westside.

The agency has also enhancedaccessibility by
introducingNorth America'sfirstlow-floor light
rail vehicles and adding 140 low-floor buses into
service. In partnerships with local jurisdictions,
TriMet has constructed
improved sidewalks and curb
ramps along seven bus lines,
allowing these accessible buses
to be used.
Smart Growth
WestsideMAX is also about
linkingtransit with land use
strategies to create livable
communities. Nearly 7,000 housingunits and
$500 million in development are complete or
underwaywithin walkingdistancetothenew
line; this complements the $1.9 billion in
development that has occurred alongthe
Eastside MAX line, (delete-since the decision to
build.)

Community Transit
Tri-Met has also launched an extensive
community outreach effort to determine how
transit service should expand in the region over
the next decade. Citizens have helped
shape a 3-year transit plan for the region,
which significantly increases service hours
on weekends and micklays. Customer
amenities, such as shelters, lighting and
schedule information will improve waiting
areasforboardingpassengers. New Rapid
Bus service and improved connections for
the McLougJJin Corridor are priorities in
the3-yearplaa

TRI-MET

As new chapters unfoldfor Tri-Met and the
region, the title of our book remains the same:

HcnvWeGetTheveMatters.

Further expanding light rail
The next initiatives for TriMet should prove just as
beneficial as the westside
project. In an innovative
public/private partnership,
Tri-Met, together with the
Port of Portland, the City
of Portland, the Portland
Development Commission
and Bechtel Enterprises is
constructing a 5.5-mile
MAX extension to
Portland International
Airport, slated to open in
fall, 2001. The Interstate
MAX proposal to extend
light rail from the Rose
Quarter Transit Center 5.6
miles to the Expo Center in
North Portland has
advanced to the final
environmental and
engineering studies. If
approved, service could
start as early as fall, 2004.

community building sourcebook, portland, Oregon: September 1999 I 5-1

Metro Urban Growth Management
503-797-1950
www*meto~regioiLorg

Metro Regional
Services
"etro, the nation's only elected
regional government, is
responsible for regional landt and transportation
planning any other issue of metropolitan
concern. These responsibilities underscore
the Portland metropolitan region's commitment to maintain a home-rule charter,
approved by voters in 1992, and enhance the
livability of the region.
Metro covers approximately 460 square
miles of the urban portions of Clackamas,
Multnomah and Washington counties in
northwestern Oregon. There are 24 cities in
the Metro service area.
When Metro was formed in 1979, the voters
approved a merger of a council of governments (Columbia Region Association of
Governments—CRAG) that had land-use
and transportation planning responsibilities,
with the Metropolitan Service Distria, which
had been created to provide regional services
that included solid waste management and
operation of the metropolitan zoo.
Over time, the state legislature assigned
added responsibilities to Metro, including
construction and operation of the Oregon
Convention Center, management of the
Portland Center for the Performing Arts and
Portland Civic Stadium, and management
and ownership of the Multnomah County
parks system and the Expo Center.

Regional Planning Functions
Metro is the designated metropolitan
planning organization, responsible for
allocating federal transportation funds to
projects in the region. The region's success
in attracting federal funding for highway and
transit projects is due, in large part, to
Metro's role in building and maintaining
regional consensus on projects to be funded

and ensuring that funding is allocated to
high-priority projects.
In connection with its responsibility for
transportation planning, Metro has developed a regional Data Resource Center to
forecast transportation and land-use needs.
Local jurisdictions now rely on and contribute to the center, eliminating duplication
between governments and battles about
dueling data. This has allowed jurisdictions
in the region to focus on important policy
choices rather than arguing about assumptions.
By adopting a state land-use planning law
(Senate Bill 100), local governments were
required to prepare comprehensive land-use
plans. Metro (as CRAG) was the agency
responsible for establishing and maintaining
an urban growth boundary (UGB) for the
Portland region. By enforcing the UGB
pursuant to Oregon's land-use laws, the
region has maintained its unique character
and is now a national model for urban
growth management planning.
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City of Gresham

Development
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503-618-2756
www.ci.gresham.or.us

G

resham is the State's fourth
largest city and continues to
attract new residents. The City's
population has nearly doubled
to more than 80,000 during the past ten
years.
Before MAX light rail came to Gresham,
much of the region viewed the City as a
suburb of Portland. Although inaccurate,
its image as a small town with little to offer
was widespread. Light rail has provided the
City with an opportunity to shape its
growth and to attract desirable business,
industry, and housing to the area. Its
influence has been fundamental to revitalizing the community. MAX is a valuable
addition to Gresham's transportation
choices.

Light rail in Gresham has sparked a renewed
interest in commercial opportunities with
complementary uses such as office, retail,
service, and residential. New apartments
and townhouses located within walking
distance of the stations are providing
residents with easy access between work and
home.
With increased light railridershipand parkand-ride lots at capacity, the City and Tri-Met
recognized that more parking was needed to
attract new transitridership.Together the
agencies constructed a new three-story
parking structure, designed to accommodate
ridership needs into the next decade. The

garage is a mixed-use facility with 8,000
square feet of retail/commercial space on the
ground floor. For bicyclists, a secure, covered
storage area is also available free of charge.
Gresham has developed several programs to
better facilitate the link between transportation and land use. In Gresham's downtown
district, streets were narrowed, utilities were
placed underground, and attractive pedestrian
amenities were added, such as historic
lighting, street trees, curb extensions,
textured crossings, and pedestrian walkways.
The improvements provide a direct link to
light rail and contribute to the appealing retail
environment. This project has been expanded to a city-wide program, Ped-to-MAX,
aimed at improving safety, convenience, and
aesthetics between Gresham's eight light rail
stations and surrounding activity areas. The
program works both inside and outside the

publicright-of-wayto add mid-block
pedestrian crossings, medians, pocket parks,
public art, and other pedestrian amenities.
Soon, the largest transit-oriented development in east Multnomah County will be
constructed in Gresham. The proposed
Gresham Civic Neighborhood is located on
85 acres next to City Hall and the Gresham
Civic Center. This development is the result
of a long-term, public/private partnership
agreement and cooperation between City
officials, Tri-Met, land owners, and developers.
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Land Use and Transportation Planning
Washington County
503-648-8761
www.€x),washington*or.ijs/dqptmts/iu}/
lntWm

Washington County

The Community
Washington County is nationally recognized
as one of the most livable areas in the
country. Located on the western edge of the
City of Portland, Washington County is the
second largest and fastest growing urban
county in Oregon, with approximately
385,000 citizens. The community is
becoming more ethnically diverse with
growing Indochinese and Hispanic cultural
influences.
Washington County encompasses 727
square miles. It includes a portion of the
City of Portland and eleven incorporated
cities including Hillsboro, Beaverton, Tigard
and Tualatin. Targeted residential and
industrial growth has enabled the County to
preserve more than 75% of its agricultural
and forest lands. Recently, planning has
focused on enabling mixed-use higherdensity new urban communities to develop
along the new 18-mile stretch of Westside
Light Rail that travels through the county.
Strong efforts are also underway to establish
urban services boundaries among the cities
in the eastern urbanized portion of
the county, to allow for the best use
of land and most efficient governance within the Urban Growth
Boundary.
Washington County residents are
the youngest, most affluent, and
most educated in Oregon. They
enjoy excellent schools and a diverse
array of cultural and recreational
activities. Only an hour's drive from
the beach and mountains and less
than a half-hour to downtown
Portland, Washington County
enjoys the benefits of a healthy
urban and rural environment. Often
referred to as the Silicon Forest for
continuing growth in high technology, Washington County is home to
electronics leaders such as Intel,

Tektronix, and NEC, and is World Headquarters for Nike, Inc. While the housing
market is thriving in the Portland metropolitan area, housing costs are competitive when
compared with other metropolitan areas on
the west coast.
The Organization
As an organization, Washington County is
recognized and respected throughout Oregon
for its innovative and progressive approach
to delivering service. Operating under a
comprehensive County 2000 Plan that
addresses the needs of residents now and
into the 21st Century and with a 1997-1998
budget of $367 million, the County is
experiencingfiscaland political stability and
public support during the 1990's. Washington County government is led by a fivemember Board of Commissioners, with
four members elected by Districts, and a fulltime Chairperson, elected at-large. The county
employs about 1,300 individuals who
uphold the highest standards of ethics and is
committed to honesty, flexibility, and fairness
in its service to the public.

Washington
County

Department of Land Use and Transportation • Hillsboro, Oregon
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Clackamas County

Department of Transportation

www.co.clackamas.or.us/dtd

C

lackamas County's population of
317,700 lives in a 1,893 square
, mile area approximately the size
of Connecticut. One half of
this land area is National Forest; the
remainder is private forest and agricultural
land, rural acreages, 14 incorporated cities,
and a large unincorporated urban area. The
Clackamas County Department of Transportation and Development Planning
Division provides planning and develop
ment review services for the approximately
90,000 urban and 70,000 rural residents of
the unincorporated areas. Clackamas
County Planning Division is on the leading
edge of planning in Oregon. The Urban
Growth Boundary has been in place for
nearly 20 years. The county has been aaive in
providing for agricultural and forest land
protection outside the boundary, and
efficient land development within the
boundary. Most recent projects include
developing rural community plans, to
accommodate orderly development in
historic rural centers, and developing a plan
for a very intense mix of uses in the
Clackamas Regional Town Center, identified
in Metro's 2040 plan.
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Oregon Department ofEnvironmental
Quality
503-229-5696
www.deq.state.or.us

Oregon Department
of Environmental
Quality

T

fhe Department ofEnvironmental Quality's (DEQ) new air
quality plan for the Portland
region notes Metro's 2040
Growth Concept and non-auto transportation improvements as key ways to improve
air quality in the Portland region. This is the
first time an area has included land use
recommendations in its air quality plan.
DEQ will track implementation of these
elements to ensure that commitments are
met. The requirement for consistency
among air quality and transportation plans
provides a mechanism to address land use
and transportation as interconnected plans.
The department has also been working with
the Governor's Community Solutions Team
to encourage urban in-fill projects by
facilitating the redevelopment of possibly
contaminated land within the Urban
Growth Boundary.
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Portland
Development
Commission

www.portlanddev.org

T

fhe Portland Development
Commission (PDC) works with
community partners to build
transit-supportive projects close
to transit stations. These projects support
City and regional goals to create more
compact housing and higher job densities
along transit corridors. The coordinated
efforts of land use and transportation
planners, as well as developers and financiers, is required to turn these planning
principles into development realities.
Projects are created to demonstrate that
people want to live
and work in TODs
and that TODs can
be financially
successful. They also
encourage the
private sector to
invest in similar
projects without
public funding.

The projects include a mix of retail and
residential uses, high density housing (at least
60 units to the acre), low parking ratios, and
direct pedestrian connections to the transit
stations.
In addition to these projects, PDC administers the City's ten-year property tax exemption program for transit supportive developments. Thefirstyear of the program's
operation, the exemption was been granted
to four projects that included a total of 500
new rental units

In 1997 and 1998,
PDC undertook
two transitsupportive development projects:
Stadium Station
Apartments and
Center Commons (60th and Glisan).

PDC
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Lynn Peterson
1000 Friends of Oregon
503-4974000
lynn@friends.org
www.teleportcom/^winchest/test/
homepagLhtml

1000 Friends of
Oregon

1

000 Friends of Oregon is a nonprofit tax exempt organization
founded in 1975 by Governor Tom
McCall to act as the citizen's advocate
for planned growth.

1000 Friends of Oregon focuses on several
central objectives of the Oregon Planning
Program: protecting Oregon's productive
farm and forest lands, promoting compact
livable cities with housing and transportation choices, protecting natural resources and
areas of special beauty, and promoting the
role of citizens in planning for the future of
Oregon and their communities.
1000 Friends of Oregon carries out its
mission through advocacy, research and
educational activities. Advocacy includes
presentations to local and regional governments, lobbying the Oregon legislature, and
strategic litigation. Research activities have
included a major study of the relationship
of Land Use, Transportation, and Air

1000

FRIENDS
OF OREGON

Quality (LUTRAQ) which won awards from
the American Planning Association and the
Environmental Protection Agency and the
protection of farm and forest lands. Educational efforts include public speaking
engagements and technical training in Oregon
land use law and procedure for organizations
and interested citizens.
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Bicycle
Transportation
Alliance

www.teleport.com/~bta4bike

T

he Bicycle Transportation Alliance
(BTA), a nonprofit organization,
was founded in November of
1990 in response to the US
appetite for oil and the pending Gulf War.
BTA's mission is to promote bicycle use and
to improve bicycling conditions throughout
Oregon. Active since 1990, BTA members
work in partnership with citizens, businesses, community organizations and
government agencies to make Oregon
communities safer, more pleasant and more
livable.
The bicycle is an efficient and effective
transportation option. It neither depletes
energy nor depends on oil. Bikes will help
to accommodate the expected influx of
newcomers to Oregon, as part of a balanced
transportation system. BTA believes that
bicycles are a safe and convenient transportation choice for Oregonians, and BTA works
to that end.
Some successful projects
include:
• Bikes on Transit-BTA
worked with Portland's
transit agency, Tri-Met, to
develop and implement its
first-ever bikes on transit
program. Today, all Tri-Met bus lines and
MAX trains accommodate bicycles,
making longer trips possible and giving
safe passage to cyclists over the most
dangerous streets. Transit agencies
throughout Oregon followed suit. Now
riders can take a bike on a bus in Salem
and Eugene.
• Bicycle Planner- At BTA's urging,
Multnomah County hired a full-time
bicycle planner and undertook a multiagency project, the Willamette River
Bridges Accessibility Project, to improve
bridge crossings for pedestrians, the

disabled and bicyclists. BTA's volunteers
on the committee helped define $7.3
million in bridge improvements; over $3
million has been secured through federal
funding and local matches.
• BicyckAdvocateOrganization-Jnthefz&lof
1995, the BTA convened bicycle advocates
from throughout Oregon to form a
statewide organization to represent cyclists
at the state level and to assist groups and
individuals outside the Portland
metropolitan area in becoming
more effective advocates.
Currently, active volunteers
throughout Oregon serve on
Citizen Advisory Committees,
speak with elected officials and
transportation staff, and work
with community associations,
environmental groups and
alternative transportation organizations to
make the connection between environmentally sustainable transportation modes and
the livability of Oregon communities.
Oregon Bike Month & Bridge Pedal- In the
spring of 1996, BTA coordinated the first
all-Oregon Bike Month, with events in
Eugene, Bend, Beaverton and Corvallis as
well as Portland. Over 10,000 brochures
were distributed with the support of US
Bank. The BTA also helped put on the
Bridge Pedal, a family ride which crossed all
the Willamette River bridges (10) in the
Portland area. Over 7,000 riders took part
in thisfirstannual event.
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Ross Williams
Citizens for Sensible Transportation
503-225-0003
infb@efst*org
wwwxfst.org

Citizens for Sensible
Transportation

F

ormed in early 1989 to oppose the
Western Bypass freeway through
Washington County, Sensible
Transportation Options for People
(STOP) quickly developed a reputation for
effective advocacy. The successful public
education and promotion of better land
uses, alternatives to driving, and traffic
calming helped defeat the Western Bypass in
1997.

Recent Accomplishments and Activities
include:
• Defeated the Western Bypass freeway by
promoting better development patterns
and transportation choices in Washington
County
• Participated on numerous local, regional,
and state advisory committees on transportation
• Founded the Coalition for a Livable Future

Western Bypass involved the group in
regional issues and soon had significant
impact on regional transportation decisions.
In May, 1998, the name was changed to
Citizens for Sensible Transportation (CST)
to better reflect the mission of helping
citizens create better communities with less
traffic

• Developed the People's Transportation
Plan—building support for a balanced
regional transportation plan that provides
sensible and affordable choices and
protects the environment
• GO RAH!—building a strong public
constituency for rail systems—light rail,
commuter rail, street car, and high speed
rail—in the Portland region
• Provided resource information and
contacts for citizens addressing local traffic
issues
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Oregon
Environmental
Council

503-222-1963

T

fhe Oregon Environmental
Council's mission is to restore
and protect Oregon's clean water
and air for future generations.
OEC brings Oregonians together to create
and promote socially just and economically
sound environmental policies.
OEC works to reduce the environmental
impacts of transportation by incorporating
environmental and social costs into the
planning, regulation and pricing of transportation facilities and services across the
state. Changing inefficient economic
subsidies, and reducing forces that promote
excessive driving, are some of the most
difficult—and important—challenges in
developing sustainable transportation
systems and livable communities.

OEC has built a base of understanding
among state agencies, the Oregon Legislature,
and Governor Kitzhaber about the importance of transportation
finance reform. OEC has
also built support for
reform into state plans and
goals and has catalyzed
several important pilot
projects.
OEC is working on projects
to promote car sharing,
location-efficient mortgages,
congestion pricing, and
mileage-based fees. OEC is
also promoting high speed
rail as the preferred option
to widening 1-5, in
theWillamette Valley.

community building sourcebook, portland, Oregon: September 1999

Coalition for a
Livable Future

lisa Jackson
503-294-2889
lisa@firiends.org

T

fhe Coalition for alivable Future
(CLF) is a network of over 40
nonprofit organizations working
together to promote an integrated
approach to planning in the Portland area.
Its mission is to protect, restore, and
maintain healthy, equitable, and sustainable
communities, both human and natural, for
the benefit of present and future residents
of the greater metropolitan region.
In addition to research and public education,
the Coalition advocates for progressive
policy regarding land use, transportation,
housing, economic equity, and the environment. The members of CLF draw connections between these issues. For example, we

believe that livable communities need a fair
share of affordable housing, especially near
jobs, access to a good public transportation
system, and access to parks and natural
resources.

The geographic scope of CLF's interest
bridges state and local boundaries. We
recognize that the economic and social health
of one city depends on the health of
neighboring cities. Thus, we strive to
promote regionalism, a way of looking for the
links between the 24 cities within our urban
growth boundary and beyond.
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ALT-TRANS
503^9328 ( P o X n ^
bmerrill@hevanet.com
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LT-TRANS is a coalition of
citizen advocacy groups,
businesses, public agencies, and
(Concerned individuals working
to educate the public and promote policies
that support transportation alternatives.
The goal is to promote a balanced transportation system that offers affordable
choices—real opportunities and incentives
toridethe bus, take a train, walk, bicycle and
carpool as well as drive alone. The
coalition's work is inspired by a positive
vision of a healthy environment, vibrant
communities, and an efficient, effective
transportation system.
ALT-TRANS has been workingto defend
and promote transportation alternatives for
overfiveyears. It has grown significantly
stronger and more effective each year.

ing efforts and work with other organizations has expanded the range of interests
represented in transportation decisions and
has allowed ALT-TRANS to cover more
issues, reach more people, and exercise greater
influence. Public education efforts have
informed thousands of Washington
residents about the true costs of driving and
the benefits of transportation alternatives.
ALT-TRANS has become a recognized leader
in transportation reform efforts at state and
national levels. Elected officials and planners
have come to value and rely upon the ALTTRANS perspective. Over the past year, ALTTRANS board members have begun taking
an aaive role in representing ALT-TRANS on
the many policy decision-making bodies with
which they are involved

k IL
Outreach efforts have created a coalition of
over 73 organizations supporting a campaign for a more livable transportation
system. In the last year, ALT-TRANS
diversified the coalition to include new
constituencies such as low income workers
and the disabled. The coalition has been
strengthened by providing more ways for
them to have regular input in decision
making. Over 2,100 individual activists have
been organized throughout Washington,
ranging from Tacoma to Pullman. Organiz-
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Association of
Oregon Rail &
Transit Advocates

Fred Nussbaum
503-292-5549
OregonRail@aoLcom
http://OregonRail

F

ounded in 1976 the Association of
Oregon Rail and Transit Advocates
(AORTA) is an organization of
citizens working for safe, environmentally sound, fiscally responsible
transportation. The members include
individuals well-informed about rail as well
as those who want to support efforts to
achieve balanced transportation.
The organization works to improve and
expand alternatives: public transportation,
passenger and freight rail, pedestrian and
bicycle access, intermodal connectivity, and
effective land use policy.
AORTA has been an active participant in
local, regional, state, and national transportation discussions. The organization also
provides interactive booths at community
fairs and events to educate the public on
alternative transportation.
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503-248-7089
www.spiritone.com/~orsierra/
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Sierra ClubColumbia Chapter
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[he Sierra Club supports transpor
tation policy and systems that:

• minimize the impacts on and use of land;
• minimize the consumption of limited
resources;
• reduce pollutants;
• provide adequate access to jobs, shopping,
services and recreation; and
• eliminate transportation subsidies that
handicap achievement of the above goals.
The Sierra Club promotes these goals by
lobbying local, state and national elected
officials on transportation policy and
funding issues. It builds support for these
efforts by educating club members, elected
officials and the general public regarding the
impacts of transportation projects.
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Association for
Portland Progress

RobDeGraff
503-224-8684
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^fhe Association for
Portland
JLm Progress
(APP) is a private nonprofit organization
dedicated to the
growth and development of the greater
downtown through
policy development,
advocacy and service
delivery. APP contributes to Portland's
livability by supporting
public policy that
enhances housing,
transportation, access,
public spaces and
economic development. APP advocates
to make the greater
Portland downtown a
better place to live, work and play.
To achieve these goals, APP manages
Downtown Clean & Safe and the Smart Park
garages. The Clean & Safe District encompasses a 212-block area in the downtown
core that is home to the office, retail,
government, and cultural heart of Portland.
The Clean & Safe service district provides
enhanced maintenance, security, business
development, and community organizing
services beyond the level of service provided
by the City of Portland
Since 1984, APP has managed seven shortterm Smart Park Garages for the City of
Portland. The garage system, with a total of
3,548 spaces, plays a pivotal role in the
economic health of the downtown core.
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ShoreBank Pacific

Nancy J.Wilkins
nancxjwilkimgmailexcite.com
wwwxcobank.com

S

horeBank Pacific is an unique
commercial bank that supports
small and medium size businesses
interested in increasing their bottom
lines through conservation-based management activities. Activities include:
• using natural resources efficiently
• minimizing waste streams and energy
inputs
• providing equitable opportunities for
employees.
Put simply, ShoreBank's goal is to build a
conservation-based economy. The Bank's
target area is the Northwest coastal temperate rain forest, which includes the Puget
Sound region, the Willapa Bay and lower
Columbia River watersheds, and the greater
Portland area.
ShoreBank Pacific was created by two
innovative organizations: ShoreBank
Corporation and Ecotrust. ShoreBank
Corporation, founded in 1973
in Chicago, is a development
bank holding company created
to invest in urban neighborhoods and rural communities.
In Chicago, ShoreBank is one
of the largest SB A lenders in its
region and is an expert at small
business
lending.

ShoreBank Corporation and Ecotrust joined
together in 1992 to promote development
and conservation in the coastal temperate rain
forest. In 1994, ShoreBank Enterprise Pacific
(formerly ShoreTrust Trading Group) was
formed. This nonprofit economic development affiliate's products and services include
marketing and conservation-based management assistance and higher-risk, nonbank
loans.

Loans
ShoreBank Pacific's initial offerings meet
small businessfinancingneeds: equipment
purchases, working capital, business-use real
estate, business acquisitions, refinancing, and
selective start-ups.
Flexible loan maturities, competitive rates, no
prepayment penalties and guaranty programs
are available. Loan offices are located in
Ilwaco, WA, Portland, OR, and Seattle, WA.

EcoDeposits
EcoDeposits provide the
support for ShoreBank
Pacific's conservation-based
development mission. All
ShoreBank Pacific accounts are
FDIC insured up to $100,000.

ShoreBank Pacific

Ecotrust, based in Portland, Oregon, fosters
conservation-based development in the
coastal temperate rain forests of North
America. Ecotrust works in this region in
places where community residents are
committed to increasing economic opportunities in harmony with their environment.
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Brian Scott
President
Livable Oregon
503-222-2682

Livable Oregon
ivable
Oregon
is a noncharitable organization of concerned
citizens, businesses and public officials who
believe that through appropriate investment
and management, Oregon's economy can
grow without jeopardizing the unique
qualities of its communities and countryside. The organization is funded through
private donations, government grants and
service fees.
Livable Oregon's work includes education,
advocacy and technical assistance to help
communities meet the concurrent challenges
of enhancing community livability, promoting economic vitality and accommodating
growth.
Over the next four years, Livable Oregon
will work to defend and further institutionalize its recent gains in integrated and
comprehensive action toward livable
communities.

Campaign for Livable
Communities
Livable Oregon will launch a proactive
campaign to make building quality communities through comprehensive action and
good development more widely understood
and accepted. The campaign will use local
success stories as well as public opinion
research to build a persuasive case for local
and statewide audiences. This message will
begin with community values (as shaped by
the research), continue through the model
for quality communities and principles of
good development, to the state and local
policies that drive these outcomes.
Legislative Agenda: Livable Oregon will
initiate a proactive campaign to institutionalize recent gains for quality communities,
including the Governor's Community

Solutions Team, Quality Development
Objectives, and the Transportation and
Growth Management Program. Additionally, legislative support will be pursued for
more flexible standards for compact development.
Statewide Approach: Livable Oregon will
implement a statewide education effort to
gain broader public support at the local level
for good development and integrated
thinking.

Good Development Initiative
The organization will continue to build
support for better development. This
includes teaching the principles of good
development, supporting good development
projects and celebrating successes.
Governor's Livability Awards: Livable
Oregon has established a partnership with
the Governor's office to produce a high-level
statewide awards program recognizing
exemplary development projects.
Quality Development Workshops: The
organization has conducted workshops with
developers, policy-makers,financialinstitutions, public agencies, neighborhoods and
other community interests on good development and quality communities.
Quality Development Network: In
partnership with the state's Transportation
and Growth Management Program, Livable
Oregon has created a diverse statewide
network of organizations that support good
development. The organization publishes a
quarterly newsletter which highlights
successes and challenges in the good development frontier. Livable Oregon also produces
regional forums where development
professionals discuss good development.

community building sourcebook, portland, Oregon: September 1999 I 5-lo

